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CANDIDATES AND TRANSPORTATION 

We have already, in this column, discussed the ref- 
erences to transportation in the party platforms. We 
now have before us the speeches of Mr. Coolidge and 
Mr. Davis accepting the nominations of the Republican 
and Democratic parties, respectively, for the office of 
President of the United States. There is not much in 
either speech with reference to this subject, and what 
little there is is not particularly valuable. 

In his address, President Coolidge made several brief 
references to transportation. He referred to “reorganiza- 
tion of the freight rate structure” as an aid to the farmer. 
He recommended such a reorganization in his message 
to Congress last December. In discussing the subject of 
improving the condition of agriculture in his address this 
week the President said: 

“We now need in agriculture more organization, co- 
operation, and diversification. The farmer should have 
the benefit of legislation providing for flood control and 
development of inland waterways, better navigation east 
and south from the Great Lakes, reclamation, and es- 
pecially relief for those who can not meet their payments 
on irrigation projects. But the main problem is market- 
ing. Cooperative effort, reorganization of the freight 
rate structure, good business and good wages in manu- 
facturing, and the settlement of European affairs will all 
help to provide better market conditions.” 

The President said that now that “nature and eco- 
nomic law have given some temporary relief,” he pro- 
posed to appoint a committee to investigate and report 
measures to Congress in December that might help ob- 
tain the result all desired—that agriculture should be on 
a basis of economic equality with other industries, and 
that a profitable agriculture be established permanently. 

Here we have a reiteration of the idea that has char- 
acterized the present administration and that of former 


commodities must be reduced in order to help the farmer. 
We have devoted much space to discussing the fallacy 
of this theory. The Interstate Commerce Commission 
made a valuable contribution to the subject in its recent 
report on the Kansas grain case. It is, in our opinion, a 
bad theory, due, in part, no doubt, to honest, though mis- 
taken, ideas as to the best way to help agriculture and 
due, in part also, no doubt, to the desire to gain farmer 
votes by doing something for agriculture or uttering ex- 
pressions of sympathy for it. 


So far as the ethics of President Coolidge’s proposed 
procedure is concerned, we can find no fault with it, since 
he proposes to make recommendations to Congress 
through a committee appointed by him, and it is cer- 
tainly within the province of the President of the United 
States to make such recommendations with the hope 
that they will result in the enactment of laws. This 
method is not to be condemned in the same way that 
efforts to induce the Interstate Commerce Commission 
to revise the rate structure for the benefit of the farmer 
could be and have been condemned. But it is an effort 
at political rate making, just the same. If President 
Coolidge’s idea takes form in law, it will result in the 
making of freight rates, at least partly, out of political 
expediency, and entirely, as far as agricultural commodi- 
ties are concerned, out of considerations other than the 
adequacy of the rates. It will create a precedent for 
making rates that will help whatever industry may be 
in distress or whatever industry the party in power, for 
political reasons, may desire to help. Some who may not 
agree with us now will find themselves in agreement, 
perhaps, when they are called on to pay higher rates on 
the commodities in which they are interested and on 
which they pay the freight, in order that aid may be 


given to the farmer, through a mistaken economic 
notion. 


Declaring against government ownership and con- 
trol, President Coolidge said: 


“I favor the American system of individual enter- 
prise, and I am opposed to any general extension of gov- 
ernment ownership and control.” 


Referring to the condition of the country in March, 
1921, President Coolidge said huge accounts with the 
railroads were then still unsettled and that transportation 
was crippled. Since that time, he said, “hundreds of 
millions of accounts have been settled with the railroads, 


331 



















= «Manufacturer should 
appreciate the wealth 
of the Illinois - St. Louis 
territory. Few sections 
offer such diversification of interests as 
this part of the Middle West served 
by the Illinois Traction System. 












































St. Louis, to which this railway has 
the only independent entrance, is the 
outstanding market place for the great 
South West. Central Illinois, with its 
coal deposits, agricultural and manu- 
facturing resources, offers a contented 
community of buyers. 









































The Illinois Traction System, as the 
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map indicates, thoroughly covers this 
territory. It is equipped to handle 
freight in car lots, as well as package 
shipments to and from practically any 
point in the United States. 


Standard equipment, through rates 
with 800 railways, physical connection 
with steam lines and track connections 
to the principal industries make this 
possible. To this, add personal attention 
from the Traffic .Department to all 
freight business offered this railway 
and you have a service that appeals 
to the shipper consigning to or from 
this Middle West territory. 


Illinois? fraction System 
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which have been financed without any public expense so 
that they could adequately serve the greatest peace-time 
commerce ever moved without a shortage of cars.” 

In the speech of John W. Davis this is the only ref- 
erence to transportation or the railroads: 

“He (the farmer) is entitled, too, to demand an 
adequate service of transportation at reasonable rates. 
In spite of the failures and shortcomings of existing laws, 
this is an ideal which I cannot believe to be beyond the 
reach of attainment. If the seasonal production of the 
farmer’s crops is the pulsation of the nation’s heart, the 
railroads of the country are the veins and arteries 
through which its lifeblood flows. 

“Neither can hope to function without the other’s 
aid; and it is quite as important to the railroads that the 
farmer should prosper as it is to the farmer that the rail- 
roads should be adequately paid for the service that they 
render.” 

This utterance was delivered in the course of Mr. 
Davis’s remarks concerning the condition of the farmer 
and what the Democratic party proposed to do to remedy 
it. There is nothing in it that is not true, to be sure, 
but it is a mere platitude meant to appeal for votes. Can 
any one glean from it Mr. Davis’s ideas, if any, as to what 
ought to be done with respect to the relation between the 
farmer and the railroads? Does he think freight rates 
on farm products too high? If so, what would he do 
about it? What are the “failings and shortcomings” of 
existing laws that affect transportation as related to the 
farmer? How ought they to be cured? 

It would seem that the intelligent people of the 
country ought to ask such questions of candidates who 
speak in glittering generalities and pompously announce 
a truth, to which all can agree, as an expression of party 
policy. But a lot of them still are fooled by words that 
mean nothing. 

The farmer .undoubtedly is entitled to adequate 
transportation service at reasonable rates, as is every- 
body else, and, certainly, the farmer and the railroads 
are dependent on each other; but what we should like 
to know is Mr. Davis’s ideas as to whether the farmer is 
not getting adequate transportation at reasonable rates, 
and, if not, what he thinks ought to be done about it; and 
whether he thinks the railroads do not realize that it is 
to their interest to have the farmer prosper, and, if not, 
how they show that lack of realization and what ought 
to be done to bring them to their senses. 


THE TRAFFIC MAN ON THE JOB 

Protests by shippers against proposed schedules of the 
carriers have noticeably increased in recent months. One 
explanation given for this is that the traffic managers are 
increasing in numbers and in activity. Shippers are realiz- 
ing more and more the necessity of having trained traffic 
men to guard their interests in their dealings with the 
railroads. 

With the experienced traffic man on the job, rate 
changes proposed by carriers that may be believed adversely 
to affect a given shipper’s interests are not permitted to be- 
come effective without protest. The Commission, of course, 
does not always act favorably on such protests, but scarcely 
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a day passes now but that one or more proposed schedules 
are suspended to permit investigation. 


In July there were thirty proposed schedules suspended ; 
in June, 32; in May, 32; in April, 24; in March, 31; in Feb- 
ruary, 23; and in January, 17. The number of protests 
against proposed schedules in a given month, of course, con- 
siderably exceeds the number of cases in which the Com- 
mission suspends the tariffs protested. 

Another reason advanced for the close tab that is being 
kept on proposed rate changes is that business is now being 
done on a close margin and the traffic man is an essential 
factor in keeping costs down. The traffic manager who is 
on the job can save his employer substantial sums in freight 
charges. It is gratifying that the indications point to a 
growing realization on the part of shippers that the traffic 


manager is vitally necessary to the successful conduct of 
their business. 


R. R. CONSOLIDATION PLANS 
The Trafic World New York Bureau 


Following plans announced last week for the formation of 
the Nickel Plate merger, approximately in line with previous 
forecasts, reports are now current in New York concerning 
further consolidations. While no official confirmation can be 
obtained at this time, there is ground for the belief that the 
Van Sweringens, in addition to their merger of the Nickel 
Plate, Chesapeake & Ohio, Hocking Valley, Erie, and Pere 
Marquette, intend to add the Delaware, Lackawanna & Western, 
Wheeling & Lake Erie, and the Virginian Railway. 

The stock market gave an accurate forecast of the Van 
Sweringen plans in the recent merger, and the current activity 
in the shares of the Lackawanna and Wheeling & Lake Erie 
stocks is accepted as an indication of new developments. 

The financial district also has a fairly well founded report 
that railroad executives who have been conferring recently will 
suggest to the Commission the establishment of five, instead 
of four, trunk lines as a possible solution of the grouping of 
the railroads east of the Mississippi and west of the Hudson. 
The plan is that the fifth line be operated jointly by the other 
four. 

The four systems now set up include the greater Nickel 
Plate, the Pennsylvania, the New York Central and the Balti- 
more & Ohio. It is proposed that the Delaware & Hudson 
shall form the nucleus of the fifth. The Lehigh Valley would 
become part of the New York Central system, while the B. & O. 
would probably acquire the Reading and the Jersey Central. 
This suggestion, however, is tentative and may be changed be- 
fore final recommendations are forwarded to Washington. 

' The directors of the Erie Railroad will hold a special meet- 
ing next Monday at which it is expected that formal approval 
will be given to the Van Sweringen proposal to exchange Erie 
stock for shares in the Nickel Plate. The present organization 
will be kept intact, however, until an organic consolidation is 
possible. ~ 

It is expected also that E. N. Brown, chairman of the board 
of the Pere Marquette, will set a date shortly for directors of 
that line to give their approval to the merger plan. This will 
be only a formality. 

Approval of the consolidation by the New York, Chicago & 
St. Louis and the Chesapeake & Ohio is virtually certain, as 
the Van Sweringens control both properties. 

The effect of the merger on the personnel of the various 
lines is arousing interest. It is understood that J. J. Burnet, 
former vice-president of the New York Central and now presi- 
dent of the Nickel Plate, will become head of the new system, 
while O. P. Van Sweringen will remain chairman of the board. 
The heads of the constituent roads will probably become vice- 
presidents of the new organization, though F. D. Underwood, of 
the Erie, will probably retire. 


SEABOARD CONTROL APPROVED 

Pending issuance of its formal decision,~the Commission 
has issued a memorandum stating that the application of the 
Florida Western & Northern for authority to construct addi- 
tional lines in Marion and Polk counties, Florida, has been ap- 
proved. 

Announcement also was made that the Seaboard Air Line 
had been authorized to acquire control of the Florida Western 
& Northern under lease and by purchase of stock, and that the 
Florida Western & Northern had been authorized to issue $5,000 
of common capital stock to be sold at par for cash and $7,000,000 
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of first-mortgage sinking fund 7 per cent gold bonds to be sold 
at not less than 921% and the proceeds applied on construction 
work, etc. 

The Commission recently authorized the Florida Western 
& Northern to build a new railroad across the state of Florida. 


ACQUISITION APPLICATION . 


The Morgan’s Louisiana & Texas Railroad & Steamship 
Company has applied to the Commission for authority to acquire 
control by stock ownership of the Franklin & Abbeville Rail- 
way Company. The applicant is controlled by the Southern 
Pacific Company and the lines of the F. & A. make direct con- 
nection with the applicant. Acquisition of the line, the appli- 
cant said, would make it a part of the Southern Pacific system, 
strengthen its financial condition, permit it to be operated more 
economically and efficiently, and that in addition thereto all 
two-line rates on commodities moving to and from points on 
the F. & A. from and to points on Southern Pacific lines will be 
eliminated and one-line rates will be substituted therefor, thus 
bringing about a reduction in rates. The total mileage owned 
and operated by the F. & A. is 46.15 miles and its principal 
termini are at Sterling, La., and Milton, La. The applicant pro- 
poses to pay $379,000 for the stock and bonds, together with 5 
per cent interest on $329,000 of bonds from Feb. 1, 1924, until 
paid, from which aggregate sum, however, is to be deducted 
the excess up to the sum of $110,000 of the total of the amounts, 
both contingent and actual, due by the F. & A. over and above 
the total of the amounts due to the F. & A. as of Feb. 1, 1924. 


RAILROAD CONSOLIDATION 


Editor The Traffic World: 

I am thinking that perhaps you might want me to mention 
in your columns the absurd action of the Van Sweringens in 
the matter of merging various parallel lines. 

By merging competitive parallel lines this will eliminate 
competition—which is the life of good service. 

Also, if the Van Sweringens, and others like them, form 
a group of about four or five lines, the government politicians 
will then find it much easier to enforce government control— 
which, you know, nobody cares for, more especially the stock- 
holders. These politicians will find it much easier to hood- 
wink the people by saying that it is much easier and economical 
for the government to control only five roads instead of sev- 
eral hundred, for, if the roads were independently handled, it 
would be much harder for these scoundrels to choke our good 
railroads to death. I may be wrong, but I feel confident that 
the action of the Missouri Pacific, Southern Pacific, and the 
Van Sweringens and other contemplated mergers will bring 
about the old cancer, “government contol,” which every good 
American citizen does not want. 

August 12, 1924. 





John I. Clark. 


GOOD RAILROAD SERVICE 
Editor The Traffic World: 

In the last few months articles have appeared in the “Open 
Forum” of The Traffic World praising the good services ren- 
dered by the railroads. 

A car of small fruit was recently shipped from Leslie, Mich., 
to Louisville, Ky. It arrived at its destination within forty- 
eight hours. This shipment was routed via the Michigan Elec- 
tric Railway, Detroit United Lines, Toledo, Fostoria & Find- 
lay, Western Ohio, Dayton & Western, Terre Haute, Indianap- 
olis & Eastern and the Interstate Public Service Corporation. 

Albion, Mich., Aug. 11, 1924. E. A. Densmore. 


PRIVATE OPERATION THE BEST 


“Notwithstanding the condemnation which the radicals be- 
stow upon the results of private ownership and management 
of the American railroad system, it is a splendid agency for 
public service—the best transportation system in the world,” 
says the Republican Publicity Association, through its presi- 
dent, Jonathan Bourne, Jr. “There is nothing whatever in the 
whole history of government operation of any sort of business 
to justify a belief that, if the development of our transportation 
system had been delegated to the government, the roads would 
have been built and equipped at as low a cost or that they could 
be operated by the government at as low a charge for service. 
In fact, experience would lead the unprejudiced observer to 
the conviction that government construction would have given 
us lines less wisely located, constructed at greater cost, con- 
tinuously made the football of politics, and operated less sat- 
isfactorily and more expensively. 

“To cite the postal service as an example of efficient gov- 
ernment operation is to emphasize the excellence of our rail- 
way system, with which the postal service works in close 
harmony. It is true that the postal service is a remarkably 
efficient institution, the employes of which have a spirit of 
pride in their work similar to that manifested by the railway 
employes. It would be fair‘to each to say that each has been 











THE TRAFFIC WORLD 


Vol. XXXIV, No. 7 


an inspiration and a spur to the other—the mail service de- 
manding high standards in transportation service and the rail- 
ways holding the mail service to prompt performance of work. 
While there may be some other exceptions, it will be generally 
agreed that efficiency in government operation is almost lim- 
ited to the handling of the mails. This applies regardless of 
the particular party that happens to be in control. Unwilling- 
ness or lack of authority to take and exercise responsibility 
results in what has come to be known as ‘red tape,’ a process 
of office routine which delays the completion of any transaction 
to which the government is a party. 

“As a matter of fact, our transportation system has estab- 
lished high standards of efficiency, whether comparison be made 
with government operation of railroads or with private opera- 
tion in other lines of enterprise. To illustrate, let a few com- 
parisons be made. Not long ago a great political party held 
its national convention in New York City and announced to 
the public that its session would begin at a specified hour on 
a certain day. At that time there were several thousand people 
seated in the convention hall waiting to observe the proceed- 
ings, and there were millions more with radio phones at their 
ears listening. But there was a delay of more than an hour 
in calling the convention to order. Millions of people were 
inconvenienced and irritated. Similar experiences are common 
not only in public gatherings where thousands are inconven- 
ienced by delays, but also in private and personal transactions 
where specific engagements have been made, with time an im- 
portant factor. 

“Contrast this with your experience in travel. If your time- 
table tells you that your trip from San Francisco to New York 
is to commence at 9:17 in the morning, you will be unfortunate 
if you are one minute late. If that timetable tells you that you 
are due to arrive in the station in New York at 2:19 p. m. 
there is every probability that your train will pull in on the 
minute, notwithstanding all the opportunities for mishap and 
delay in the three thousand miles you have traveled. ‘Railroad 


time’ has been a synonym for efficiency for more than half a 
century.” 


GREAT LAKES ADVISORY BOARD 


The eighth regular bi-monthly meeting of the Great Lakes 
Regional Advisory Board was held in Detroit August 12. It 
was attended by 401 railroad and shipper representatives. 

It was announced by the American Railway Association that 
a new section to the board would be added. This is the freight 
station agents’ section. Frank Laughlin, local station agent 
of the Erie Railroad, was assigned to represent this new section. 

A canvass of the amount of coal held by railroads in the 
territory for company consumption showed that 3,824,000 tons 
were in storage July 1, an increase of 24 per cent over the 
amount held on the same day of last year. 

Following a discussion it was decided that the railroads 
would increase their efforts to obtain more box cars 40 feet 
long and 10 feet high, to meet the requirements of certain auto 
body and furniture manufacturers. 

A surplus of 350,000 empty box cars in the United States 
was reported by the American Railway Association. It was 
also reported that there was no increase in the number of cars 
requiring either light or heavy repairs. 

A number of by-law changes were adopted at this meeting. 
Hereafter all members accepted by the executive committee 
to membership will vote on all questions considered. This 
privilege has not been granted heretofore. Meetings of the 
board will hereafter be held quarterly instead of bi-monthly. 

Reports of all of the commodity committees showed a 
slight percentage improvement in business conditions in the 
last thirty days, and an optimistic view of improvement in all 
business represented. 

A resolution was adopted urging the railroads to stop the 
closing of end-door auto box car equipment. The policy has 
been to close as many of this type of car as possible when 
undergoing repairs. It has been found, however, that the end- 
door type of automobile cars are necessary for certain auto- 
mobile shippers, due to the wheelbase and size of their products. 

The next meeting will be held in Buffalo October 14. 


OHIO VALLEY ADVISORY BOARD 


The fourth regular meeting of the Ohio Valley Shippers’ 
Regional Advisory Board will be held Tuesday, September 16; 


at 10:00 a. m. (Daylight Saving Time), at the Hotel Shawnee, 
Springfield, Ohio. 


EFFECTIVE DATE POSTPONED 


The Commission has postponed .the effective date of its 
order authorizing the Colorado & Southern to abandon a branch 
line in Colorado from August 11 to September 11 because of 
the filing of a petition in the federal court at Denver seeking an 
injunction against the order. The Commission said the court 
could not hear the petition before the original effective date 
and that therefore it would be postponed. 
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Current Topics 
in Washington 


M9 er 


How. to Invest Money.—The fact that six commissioners 
said “yes” and the others “no,” it is suggested among those 
who have discussed the Wenachee Southern certificate of con- 
venience case, shows that the public interest demands a rail- 
road in that location. In other words, if eleven men, not one 
personally interested, divide as nearly even as mathematically 
possible, it may be taken that the enterprise is not hair-brained. 
Nor can it be crooked, because the financing plans have not 
been formulated—at least not for public consideration. Those 
opposed to paternalism—which means practically all those who 
deny that electing a man to office gives him greater wisdom 
than he had before—would hate a statute giving the Commis- 
sion the duty of withholding approval except to such enter- 
prises as could prove, beyond a reasonable doubt, a paying 
basis from the start. The most a public body should under- 
take, it is the general thought among the anti-paternalists, is 
to prevent the launching of patently foolish or crooked enter- 
prises. Even that is a hard enough task. Just at this time, 
when the Greater Nickel Plate is being organized, it may not 
be out of order for someone to say that, if the Commission, 
empowered, as it is now, had been in existence when the 
original Niickel Plate was suggested, it would not have come 
into existence. There is hardly an doubt about the accuracy 
of the suspicion that it was built primarily for sale to old 
Commodore /Vanderbilt. He bought, although, according to 
popular understanding, if he had waited a day or two, he would 
have had the opportunity to buy at forced sale. The thought 
was that the road had only a nuisance value to the New York 
Central, and practically no value to the public. Both ideas 
were erroneous. But the point is that, had there been a Com- 
mission with power such as was exercised in the Wenachee 
Southern case, there would have been no Nickel Plate. Had 
the Commission the power it now has, the New Haven would 
not have bought its way into New York City. At least, it seems 
inconceivable that Mellen could have obtained a certificate of 
convenience and necessity. Yet there are men who believe 
that Mellen, in time, will be justified as fully as time has 
shown that Harriman was right, except in some financing. In 
the final analysis, it is believed, the question to be answered 
by each commissioner is as to how he would invest his money 
if he had any with which to speculate. Back of that, it might 
be suggested, lies the question of how much of a prophet each 
commissioner may be. Commissioner Aitchison’s dissenting 
view that the real losers, in the event the road does not pay 
within a reasonable period of time, are those who buy homes 
and help build churches, on the theory that the railroad is to 
be permanent, it might be suggested, takes into account the 
comparatively few whose first business venture consists of 
buying land and erecting a home. The man who goes into a 
new country and buys land on the basis of an established set- 
tlement would lose his money in some other way just as effec- 
tively. If he buys land on the right basis he takes a sane 
chance, the same as those who invest in the securities of the 
new railroad. Denying a certificate because there are bound 
to be men who will buy and sell on the basis of an old, settled 
country, would not save such men. The government, in some 
of its irrigation reclamation projects, should be required to 
obtain a certificate of convenience and necessity if the Com- 
mission is to govern itself with a view to saving the unwise 
buyer from himself. A rule of that kind, enforced in the states 
where the grain farmers speculated in lands on the basis of 
war prices for grain, might have saved the 600 or 700 banks 
that have had to close since the slump in 1921. If there is 
Salvation in the enactment and enforcement of legislation, it 
will be necessary to blot out of the memory of men that a fool 
and his money are soon parted. 





Speaking of White Elephants.—While the Nickel Plate is 
the largest of the roads supposed to have been built for legal 
blackmailing purposes, there is_a road in practically every 
section of the country that.has confounded the wise ones and 
magnified the supposedly foolish ones. The Bessemer & Lake 
Erie, at one time, was regarded as of no value. Inclusion in 
the United States Steel Corporation coterie made it a money- 
making rival of the Pittsburgh & Lake Erie, with a traffic so 
near 50-50 in each direction as to make it the envy of all op- 
erating officials. Abandonment of the Lorain, Ashland & South- 
ern, notwithstanding that it received the benefit of Pennsyl- 
vania advice and direction, seems to be the end of what was 
once regaarded as a good project. Sale of Gulf Coast Lines 
Stock above par is the symbol of an enterprise, which, less 
than a dozen years ago, was quoted at a few cents a share. 
Where Chief Justice White and John Hays Hammond now 
live (they are only a short block from each other), compara- 


THE TRAFFIC WORLD 335 


tively poor beef butchers lived. The more aristocratic pork 


butchers, fifty years ago, had their establishments and homes 
almost in the shadow of the capitol. They looked down on 
the beef butchers as a poor lot, having to go out on the hills, 
while they, the pork butchers, lived on the fertile land near 
the eastern branch of the Potomac, also called the Anacostia 
River. Now, broadly speaking, land where the beef butchers 
had their stronghold, is worth twenty times the land where 
the pork barons dwelt. From which it may be inferred that 
the guess of the five who voted against a certificate for the 
Wenachee Southern is as good as that of the majority, and 
vice versa. 





Shooting for the Union.—Shooting of non-union miners from 
ambush, in Oklahoma, serves to direct attention to a situation 
with which officials of the United Mine Workers have been 
unable to deal, although they have had years in which to ac- 
knowledge that their efforts to buck economic law have been 
lamentable failures. The union mines in the southwest have 
been driven out of business by the leaders insisting that the 
union members demand and take nothing less than the union 
rates of pay based on operations in Ohio, Indiana and Illinois. 
Coal produced under such conditions cannot be sold, except in 
a limited market, in competition with coal from other fields, or 
in competition with fuel oil. The union men are doing hardly 
any work. They have been idle for years because their leaders 
will not permit them to make rates no higher than the traffic 
will bear, lest such competition provoke retaliation. The men 
who have gone to work have been union men. But, by their 
going to work at rates which the operators can afford to pay, 
they fall under the ban of union men who think shotguns will 
be helpful in restoring their jobs to them, regardless of market 
conditions. In many parts of the country union miners and 
operators are evading the union scales by making contracts 
under which the operators buy the output of their mines at 
a lump sum. The operators are not interested in the way the 
union men distribute what they realize from the sale of coal 
made in that way. The union leaders have to ignore such 
deals. In theory, the men are not working and the union rules 
and wage scales are not being violated. That scheme, how- 
ever, had not been put into effect, to any large extent, in the 
misery fields of the southwest. 





Election and the Commission.—In the event that President 
Coolidge is not re-elected, the strong probability is that there 
will be two vacancies on the Commission next January. They 
will last until the new President has an opportunity to select 
successors to Meyer and Campbell. In the event of Davis’s 
election it would be natural for Chairman Meyer to be replaced 
by a Democrat, or, more accurately speaking, by a non-Repub- 
lican. The terms of the commissioners mentioned expire with 
the year. In 1912 the fashion was set by the minority party 
of preventing the confirmation of President Taft’s nominations. 
They were held up so the vacancies might be filled by the 
incoming President.’ It is assumed that the precedent then set 
would be followed were the opposition to triumph, either by 
the election of Davis or the throwing of the election into the 
House of Representatives. Strategically, Commissioner Camp- 
bell has all the better of the situation. An election that turned 
against President Coolidge, under the European “responsible 
government” scheme, would be a veto on Calvin Coolidge from 
the minute the result became known. The American idea, as 
written in the Constitution, was not for such precipitancy. 
Having gone through a dozen years of confusion, the Constitu- 
tion-makers did about everything possible for the making of 
haste slowly. They knew the English form of government. 
They knew Blackstone’s opinion that it partook of advantages 
of the monarchical, the aristocratic, and the democratic forms 
of government, but they made something different. One of the 
thoughts was that men should be chosen for definite periods, 
that while those periods lasted, they should be responsible, and 
that responsibility carried with it power to act. It may be 
that it was a good thing for the country for the Taft nomina- 
tions to be held up for no reason recognized by those who 
framed the article in the Constitution requiring the confirma- 
tion of nominations. The Senate check on nominations never - 
‘was supposed to be controlled, in turn by elections. Perhaps 
the next step will be, if the mid-term election goes against 
the President’s party, for the minority to block nominations 
for two years instead of, as in 1912-18, for only three months. 
In the event of President Coolidge’s election, it would be nat- 
ural to look for the reappointment of Meyer and Campbell. 





Somebody Out of Step.—The low speed at which the steel 
and coal industries are moving suggests that somebody is out 
of step or something is out of line. Reduction in speed occa- 
sionally, is expected, but the two industries mentioned have 
been in “low” so long that the thought is that there is a situa- 
tion up the road that needs attention. Perhaps the failure to 
make peace in Europe, on fourteen or any point other than the 
cessation of hostilities on the part of the main combatants, is 
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the cause. If that is the trouble, it seems in a fair way of 
being removed, now that France and Germany have had a 
glimmer of light in their crania and have come to a realization 
that they cannot hope to be prosperous without making sacri- 
fices, one for the other, and especially the grand monarch idea 
of world politics of Louis XIV, held by both. Perhaps, it has 
been suggested, the two industries themselves are responsible 
for their plight, their prices being so high that they are re- 
stricting their output to a point where those prices, while high, 
are not high enough to yield a profit. Thus far, the freight rate 
has not been accused of causing them to limp and hobble. If 
some politician thought he could get a few votes by so doing, 
he would undoubtedly suggest that the freight rate was the 
primary cause of the lack of speed. One member of the House 
from Ohio, two months ago, suggested that the freight rat» 
adjustment was the cause of the misery of his miner constitu- 
ents. His play, however, did not go far because he was too 
frank. His idea was that Kentucky and West Virginia should 
be shut out of certain markets so that the older Ohio fields 
would be the only ones from which certain consumers could 
obtain their fuel. Had he confined himself merely to iteration 
and reiteration that rates were too high, Kentucky and West 
Virginia politicians would have followed his lead and made out 
a case for the miner such as was made for the farmer. 


What Wheels Would Whir.—There is not much doubt what 
kind of wheels would whir in the event La Follette were elected. 
Every court in the country would have to work double turn, if 
not more, were he tg come into power. He is one of those 
“why don’t you enforce the law” boys, meaning all the time 
“why don’t you enforce what I tell you is the law.” A photo- 
graph of the retina of his mind’s eye might shame the imagina- 
tion of the wildest cubist ever born. If there ever was a thing 
of success, other than himself, according to the La Follette 
standard, it cannot be recalled. American business is all the 
horrifying forms ever imagined by Dante, Milton, Kipling, 
Swift, and the makers of imaginary explorations, and then 
some. How accurate he is in his. prognostications may be in- 
ferred from his declaration, about eighteen months ago, that if 
something was not done, gasoline might be expected to be $1 
a gallon in a short time. Nothing other than talking has 
been done since that time, at least in the East, yet gasoline 
in Washington is only 22 cents, including a tax of two cenis, 
with a tendency downward. A. E. HI. 


OWASCO RIVER RATES 


The Trafic World Washington Bureau 


A petition for reargument, rehearing or reconsideration 
of the report in No. 13721, International Harvester Company vs. 
New York Central, Director- General, et al., opinion No. 9363, 
88 I. C. C. 368, filed with the Commission by John F. Finerty 
and Royal McKenna, as counsel for the Director-General, is vig- 
orously opposed by Victor A. Remy and William S. Elliott, coun- 


sel for the complainant, in an answer filed with the Commis- 
sion. 


In this case (see Traffic World, April 5, p. 854) the Com- 
mission held that rates collected on interstate shipments to 
and from complainant’s plant on the Owasco River Railway at 
Auburn, N. Y., were unreasonable to the extent that they ex- 


ceeded the contemporaneous rates to and from Auburn and 
awarded reparation. 


One of the important grounds on which the Director-Gen- 
eral is seeking a rehearing in the case is the contention that 
the Commission erred in concluding that the burden of proof was 
imposed on the defendants by the act. On this point, the Di- 
rector-General’s petition says: 


The Director General notes with surprise the statement in the 
Commission’s report at page 371 with reference to certain rate com- 
parisons offered by the Director General: 

“They do not in our opinion overcome the burden of»proof im- 
posed upon the defendants by the act.” 

This statement includes not only the corporate defendants but 
the Director General as well. The Director General had assumed 
that the Commission was long ago satisfied that no burden of proof 
rested upon him to justify rates initiated by him. Section 10 of the 
federal control act gave the Director General the power to initiate 
rates by filing them with this Commission and pooesond that such 
rates should be reasonable and just. Undoubtedly Section 10 gave 
the Commission jurisdiction to review the Director General’s judg- 
ment as to what should be just and reasonable rates, since that 

uestion, as said by the Supreme Court, is “one within the flexible 

limit of judgment.’ But while the Commission could review the 
Director General’s judgment in this respect there is not one word 
in the federal control act that implies that the Commission must 
presume the Director General to have violated the law by initiating 
unjust and unreasonable rates, and the Director General is aware 
of no such lack of comity between the departments of this govern- 
ment that gives one the right to assume that another has violated 
the law or is so incompetent that he must first vindicate his judg- 
ment in the complete absence, as here, of anything to indicate that 
his judgment was wrongly exercised. There is in this case not a 
single rate comparison offered by complainant. 

®ar indeed from the federal control act putting upon the Presi- 
dent, acting through the Director General, any such burden by im- 
plication, that act specifically provides that the Commission in de- 
termining the justness and reasonableness of any rate, etc., shall 
take into consideration the finding and certificate by the President, 
together with such recommendations as he may make. The Director 
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General, therefore, submits that in respect of rates subsequent to 
General Order 28 the Commission’s report in holding the burden to 
be upon the Director General is clearly in error. The Director Gen- 
eral submits further that ordinary comity between departments of 
this government should incline the Commission to hold that even 
prior to General Order 28 there was no presumption that the Direc- 
tor General maintained rates, even though initiated by the carriers, 
which were unjust or unreasonable, and that the burden is upon 
anyone so claiming to at least present a prima facie case. 


In their answer, counsel for the complainant aver that the 
Director-General “alone among the defendants seeks a rehear- 
ing in this case,’ the other defendants having agreed to pay 
the complainant in accordance with the Commission’s deci- 
sion. It is also averred that heretofore the Director-General has 
been represented in the case by counsel for the trunk lines, and 
that although Mr. McKenna was present at the hearing before 
the examiner, he did not participate in the hearing to any great 
extent. Continuing, counsel for the complainant say: 


Thus the Director General’s case was tried, briefed and argued 
by counsel for the trunk lines. It was given the most careful and 
painstaking consideration by the attorney-examiner and by this 
Commission. The attorneys who conducted the case have agreed 
upon a settlement with complainant’s counsel which is in exact ac- 
cord with this Commission’s opinion. Yet the Director General, who 
of all the defendants should be the least zealous to overthrow the 
well-considered opinion of a co-ordinate branch of the government, 
refuses to follow the action and judgment of the counsel who con- 
ducted the case for him and who consequently are necessarily more 
familiar with its merits than his own attorneys possibly could be. 
Instead, through his assistant general counsel, he has filed, long 
after the time prescribed by the rules of this Commission had ex- 
pired, and without obtaining any extension thereof, a petition for 
rehearing, fifty-one pages long, that is in many respects unique. 

The ordinary function of a petition for rehearing is to present, 
clearly and distinctly, the points overlooked in the opinion of a court 
or commission. It must not be a mere reargument of a case, nor 
must it be based upon facts dehors the record. But in the instant 
case the petition for rehearing is wholly argumentative and, in large 
measure, the arguments are based upon facts dehors the record. 
Thus it quotes extensively from the report of the Bureau of Cor- 
porations made on March 3, 1913, and from a report of the Trade 
Commission dated May 4, 1920. Not only were these reports not 
introduced in evidence but under no circumstances could they have 
been introduced. The reports are mere hearsay. They are not only 
not evidence, but they are not new, for one was issued nine years 
and the other some two years before the formal complaint was filed 
in this case. While possibly they have been newly discovered by 
counsel for the Director General, such fact can scarcely render them 
newly discovered evidence, for this term embracs only legal evidence 
which could not, by the exercise of due diligence on the part of 
counsel, have been presented at the trial. 

Moreover, the Commission should utterly ignore the petition for 


rehearing because it was filed too late and in violation of the rules 
of this Commission. 


Answering the Director-General’s contention as to the ques- 
tion of burden of proof, counsel for complainant say: 


The Director General did not initiate any rate as to which com- 
plaint is made. He continued in effect a practice initiated by the 
trunk lines before federal control of failing to absorb the charges of 
The Owasco River Railway. This practice trendered the rates 
charged complainant unreasonable. The burden concededly was on 
the trunk lines to justify the rates thus imposed upon complainant. 
The Director General continued these rates in effect, but claims that 
because of his official position or “‘sovereignty,’’ any rate, which he 
saw fit to continue, no matter how unreasonable it was prior thereto, 
became prima facie reasonable, ipso facto, upon his taking office. 

His ‘“‘surprise’’ at the Commission’s finding to the contrary is 
itself surprising, in view of the fact that this self-same contention 
was made by the Director General as early as 1918 and was directly 
passed upon and overruled by this Commission. Thus in Williamette 
Valley Lumbermen’s Association vs. Southern Pacific Company, 51 
I. C. C. 250, at 261, the Commission said: 

“The third contention made on behalf of the defendants is that 
there is a presumption that the rates and relations of rates initiated 
by the Director General are just and reasonable and cannot be 
changed with propriety except on affirmative evidence by the com- 
plainant to the contrary. 

“One obvious answer to this contention is that the Director 
General did not initiate the inequality in the rates which evoked 
the complaint. The increases initiated by him were superimposed 
on the then existing basis. That basis was initiated by the defend- 
ants and had been maintained by them for many years before fed- 
eral control. At the hearing the complainant assumed the burden of 
showing that the rate adjustment was unreasonable and unjust. All 
the facts are now in the record with respect to that adjustment. It 
is ineonceivable, in our opinion, that the Congress did a vain thing 
in conferring upon this Commission power to determine whether or 
not the rates initiated by the Director General are just and reason- 
able. The same force and effect must be given to that part of the 
law as to its other provisions. The atraple fact is that if the rates 
were unlawful because unduly prejudicial when the evidence was 
submitted, the changes in rates since federal control have increased 
the prejudice.”’ 

In Carnegie Steel Company vs. Director General, 80 I. C. C. 269, 
275, the facts were similar to those here, in that a so-called con- 
trolling industry was seeking reparation because of failure to absorb 
the switching rates of its industrial railway. The Commission said: 

“Prior to 1914 the Valley received on ore, coke and limestone 
the so-called furnace allowances which were made to all blast fur- 
naces in the Pittsburgh district. These furnace allowances were 
cancelled April 1, 1914, following the Industrial Railways case, supra, 
and since then no allowance of any character has been received by 
the Valley or complainant. 

“The burden of proof is upon defendants and apparently they 
have made no attempt to justify the increases in the transportation 
charges after January 1, 1910, resulting from cancellation of thé 
absorption of the Valley’s charges. Atlas Portland Cement Co. vs. 
N. B: BR. R. Ca, S25 C:.C. S87, 260." 


GUARANTY CERTIFICATE 
The Commission has certified to the Secretary of the Treas- 
ury that $261,938.01 is the amount necessary to make good to 


the Lorain, Ashland & Southern the guaranty provided by 
section 209 of the transportation act. 
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RATES ON HAY AND STRAW 


In a mimeographed report in I. and S. No. 2081, hay and 
straw between Indiana, Illinois and Ohio and Mississippi river 
crossings, the Commission has found not justified schedules 
proposing to cancel: interstate commodity rates on hay and 
straw, in carloads, from points in Indiana, Illinois and Ohio to 
destinations in Indiana, Illinois, certain Ohio river crossings and 
Massillon, O., and seeking to apply the fifth class rates on 
such traffic. The schedules also would have effected increases 
in certain interstate rates on straw between points in Indiana 
and Illinois, the report said. The suspended schedules were 
ordered canceled on or before September 15. 

Filed to become effective March 31 and later dates, the 
schedules were suspended on protests of the Board of Trade 
of Chicago, the Kehoe Hay Company at Terre Haute, Ind., 
and the Chamber of Commerce of Evansville, Ind. Upon as- 
surance from respondents that the proportional rates on hay 
to Evansville would be restored, the protest of the Evansville 
Chamber of Commerce was withdrawn, the report said. 

Commissioner McChord, author of the report, said the pro- 
posed changes were originally filed in the fall of 1923, and after 
a public hearing conducted by respondents in October of that 
year the effective date of the tariffs was postponed to give 
the National Hay Association an opportunity to investigate the 
volume of traffic moving under the commodity rates. Upon 
being advised by the traffic manager of that association, Com- 
missioner McChord said, that in view of the limited tonnage 
involved, no further objection to the cancellation of the com- 
modity rates would be interposed by the association, respond- 
ents filed the schedules. One of the protestants, he said, stated 
that the National Hay Association consisted largely of mem- 
bers located east of Indiana and that, while he was a member 
of it, he was never consulted with reference to the volume of 
traffic. The changes proposed were for the most part increases, 
although a few involved reductions, the report said. * 

Respondents contended there was no justification for a 
lower basis than full fifth class, the report said, while pro- 
testants assailed any increases in the rates on hay. The 
protestants said the rates attempted to be canceled had been 
in effect for many years and referred to the low value of hay. 
Commissioner McChord also said protestants stressed the poor 
financial condition of the farmers and the discouraging effect 
which would follow an increase in the hay rates. 


RAIL-AND-LAKE RATES 


The report of the Commission in I. and S. No. 2089, rail- 
and-lake rates, New England to C. F. A. and W. T. L. points, 
embracing also fourth section applications Nos. 938, 941, 944 
and 3801 (see Traffic World, August 9), said the respondents 
proposed reductions in class and certain commodity rates from 
points on the Central Vermont, New London, Conn., to Fonda 
Junction, Vt., both inclusive, to points generally in Central and 
Western Trunk Line territories. Upon protest of New England 
and eastern trunk lines the rates were suspended until Sep- 
tember 7. Outlining the issues presented, the Commission said: 


The proposed rates were published to comply with fourth section 
order No. 8833. By that order we denied fourth_ section ogee 
No. 3801, filed by the Canada Atlantic Transit Company, by which 
authority was asked to continue to maintain rates on classes and 
commodities from New York, N. Y., and points taking the same rates 
to Chicago, Ill., Milwaukee, Wis., and points in Illinois, Indiana, 
Iowa, Minnesota, Missouri and Wisconsin * lower than from interme- 
diate points on the Central Vermont Railway in New England. The 
route is that of the boat line of the Central Vermont Transportation 
Company from New York to New London, Central Vermont Railway 
to Swanton, Vt., Grand Trunk Railway to Depot Harbor, Ont., boat 
line of the Canada Atlantic Transit Company to Chicago or Milwau- 
a = lines beyond to interior points, hereinafter termed the 
* A. T. route. 


Upon petition of the interested carriers, application No. 3801 
was reopened and further. hearing was had. It was then assigned 
for further hearing in connection with the suspended rates. A_sep- 
arate hearing was had on applications Nos. 938, 941 and 944. Rates 
covered by these applications are not included in the rates under 
suspension but fourth section departures protected thereby result 
from the same circumstances as those protected by application No. 
$801, i. e., the maintenance of class and cofhmodity rates from New 
York that are lower than those from points in New England on the 
Central Vermont Railway. The rates covered by Nos. 941 and 944 
apply via the so-called National Despatch Route, comprising the 
boat line of the Central Vermont Transportation Company from New 
York to New London, Central Vermont Railway to Swanton, Grand 
Trunk Railway to Chicago, and rail lines beyond. The rates covered 
by No. 941 apply to St. Paul territory ¢ ; those covered by No. 944 ap- 
ply to destinations in central territory.t 





*As named in N. W. Hawkes’ Tariff I. C. C. No. 16. 

tAs named in F. S. Davis’ Tariff I. C. C. No. A-12, and N. W. 
Hawkes’ Tariff I. C. C. No. 2. 

¢ As namedinN. W. Hawkes’ Tariff I. C. C. No. 20. 
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The rates covered by No. 938 apply to St. Paul, Duluth and points 
taking the same rates, via the boat line of the Central Vermont 
Transportation Company from New York to New London, Central 
Vermont Railway to Swanton, Grand Trunk Railway to Port Huron, 
Mich., Northern Navigation Company or Minnesota Atlantic Transit 
Company to Duluth, and rail lines beyond; also to Port Arthur and 
Fort William, Ont., in connection with the Northern Navigation 
Company from Point Edward, Ont. Commodity rates, though in- 
cluded in the applications, were not included in the notice of the 
hearing except in connection with No. 3801, but applicants requested 
that they be considered at this time and shippers’ representatives 
concurred in this request. This report will therefore embrace the 
commodity rates. 


The Commission’s discussion, in part, and conclusions, fol- 
low: 


The rates under suspension are the same as now apply from 
New York. Respondents stated that these rates were published as 
the only practicable way of complying with the order denying fourth 
section relief, and again urged that relief be granted. No other jus- 
tification for the proposed rates was offered. The New Eng- 
land and Trunk Line carriers also urged that fourth section re- 
lief be granted, but if it shoul€ not be granted, that the respond- 
ents be required to remove the fourth section departures by increas- 
ing the New York rates. The reasons underlying their position are 
hereinafter discussed. Representatives of large shippers’ organiza- 
tions,-as well as of individual shippers, in New York, New England 
and points in the destination territory intervened and unanimously 
supported the carriers’ applications for fourth section relief. They 
also oppose the proposed rates. If fourth section relief is granted 
respondents are willing to withdraw the proposed rates. 

The fourth section applications are based upon applicants’ de- 
sire to compete with routes which are shorter and which afford 
more expeditious and efficient service. Generally speaking, there are 
six classes of routes handling traffic between points in the terri- 
tories described. These routes are: 

Standard all-rail, 

Differential all-rail, Ocean-and-rail, 

Standard rail-and-lake, Canal-and-lake. 

The standard all-rail routes are the direct rail routes from New 
York and New England. The standard rail-and-lake routes com- 
prise rail lines to lake ports and boat lines beyond. The differen- 
tial routes are those operating north through New England and 
Canada, such as the Central Vermont and Grand Trunk route and 
the C. A. T. route. The ocean-and-rail routes comprise boat lines 
to Norfolk or Newport News, Va., and rail lines beyond. There is 
a canal-and-lake service in operation from New York and interme- 
diate points through Buffalo, N. Y. The standard all-rail routes 
afford the most expeditious and efficient service, secure the most 
traffic and maintain higher rates than any other class of route. For 
twenty-five years or more each of the other routes has maintained 
rates on a basis sufficiently lower than the standard all-rail basis, 
as well as lower than bases observed by other incre attractive 
routes, to offset its disadvantages as far as possible and to enable 
it to secure a portion of the traffic. * * #* 

If relief is denied to the C. A. T. route, it must, in order to 
bring its rates in conformity with the long-and-srort-haul clause, 
either increase its rates from New York or reduce the rates from 
all higher-rated intermediate points. It is urged that the former 
action would result in loss of practically all traffic from New York 
and eventual abandonment of its service. Representatives of ship- 
pers concurred in this view. Shippers’ representatives emphasized 
that they are primarily concerned in the continued operation of this 
route, which they will find to be of convenience and advantage at 
all times and especially during periods of traffic congestion, This 
applies to eastbound as well as westbound traffic. Shippers of grain 
from interior points in the middle west are said to be particularly 
interested in the continuance of the service offered by the C. A. T. 
route. * * #*# 

It was the view of representatives of applicants, of the New 
England rail carriers, and of all interested shippers that removal of 
the fourth section departures by reducing the intermediate rates 
would immediately necessitate reductions over other routes at com- 
petitive points; that these reductions would eventually spread to all 
points in New England, would result in a chaotic condition of rates 
throughout New England territory. and would further aggravate the 
financial difficulties of the New Fngland lines. : ; 

As evidencing the reasonableness of the higher intermediate 
rates applicants point out that these rates are also controlled by, 
and lower than, rates of other more attractive routes, the same as 
in the case of the rates from New York; that this basis of rates has 
been in effect for twenty-five years or more without complaint; and 
that at the present time shippers not only do not complain against 
these higher intermediate rates, but on the contrary strongly favor 
the continuance of the present adjustment. * * * 

We are of opinion that the rates from New York not lower than 
the sixth-class rates are reasonably compensatory. 

We find that the proposed rates have not been justified, and an 
order will be entered requiring their cancellation and discontinuing 
the investigation and suspension ,-roceeding. , , 

Applicants will be authorized to continue to maintain class rates, 
and commodity rates that are not less than the present sixth-class 
rates, from New York and points taking the same rates to destina- 
tions as deseribed, that are lower than rates from intermediate points 
on the Central Vermont Railway in New England, New London, 
Conn., to Fonda Junction, Vt., both inclusive, but not lower than the 
present rates. All other relief sought by the applications under con- 
sideration will be denied. 


EQUIPMENT INVESTIGATION REPORT 


With Chairman Hall and Commissioners Lewis, Aitchison, 
Potter and Cox dissenting, the Commission, in a report in No. 
12066, Construction and Repair of Railway Equipment, opinion 
No. 9640, 91 I. C. C. 399-425, has found that the Chicago, Bur- 
lington & Quincy, the Chicago, Milwaukee & St. Paul, the Phil- 
adelphia & Reading, the St. Louis-San Francisco, the Missouri 
Pacific, the St. Louis Southwestern and the Texas & Pacific 


Differential rail-and-lake, 
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contracted for the repair of numbers of their locomotives in 
outside shops, or purchased locomotive parts, at cost materially 
in excess of the cost of similar work or production in the car- 
riers’ own shops, and that, in some instances, these costs were 
incurred because of a want of adequate facilities in their own 
shops which the excess expenditures would have supplied or 
gone far to supply. The majority opinion followed the line ‘of 


reasoning laid down in previous reports affecting other com- 
panies. 


Chairman Hall, dissenting, said for reasons sufficiently in- 
dicated in his expression appended to a former report, 66 I. C. C. 
73, he took no part in the instant proceeding and no share of 
responsibility for the conclusions expressed either in this or 
in any other report of the series. Continuing, he said: 


Through them all, thus far, runs the seeming assumption that a 
railroad owes a duty to the public to repair or rebuild its own loco- 
motives and, perhaps, its other rolling stock in its own shops, and 
that it violates that duty when the work is done in some other 
shop. Even when the difference in cost is negligible or the need 
great it is admonished to do the work at home. ‘Honest, economi- 
cal and efficient management’’ does not require a man to make or 
mend his own shoes. What a railroad shall do with the force of 
men and the shop facilities which it has at the time is a matter of 
judgment over which we have no review. We can not direct it to 
employ more men, or less men, or other men, ‘or to build or alter 
shops. Its duty to the public is that of a common carrier subject to 
the interstate commerce act and related acts. Our duty and our 
jurisdiction stop with those acts ahd beyond them it is not for us 
to check, control, or condemn. 


Commissioner Lewis said he was unable to concur in the 
report because of reasons fully stated in a previous report, 66 
I. C. C. 725. The other dissenting commissioners made no 
comment. 


Outlining the purpose of the investigation, the Commission 
said: 


This report relates to lecomotive equipment of various respond- 
ent railway companies, hereinafter separately considered, and is in 
pursuance of an investigation, instituted upon our own motion, to 
determine whether common carriers by railroad subject to the inter- 
state commerce act have caused or are causing certain of their loco- 
motives or other equipment to be constructed or repaired at con- 
struction or repair shops other than their own, and have purchased 
or are purchasing from or through such shops material and supplies 
used in such construction or repair, at costs in excess of those for 
similar construction or repairs in their own shops, including materia! 
and supplies therefor, in disregard of efficient and economical man- 
agement, resulting in unreasonable expenditures, or otherwise con- 
trary to law. d 


In the case of the C. B. & Q., the Commission said the 
company or respondent entered into contracts with the Baldwin 
Locomotive Works for the repair of 15 locomotives and with the 
Davenport Works for the installation of new boilers on five 
switch engines and the repair of additional locomotives, not 
exceeding 15 in all. The contracts were on a cost-plus basis, 
the report said. Of the contract number only seven were sent 
to the Baldwin plant and 17 locomotives were repaired at 
Davenport. 

Respondent’s vice-president, the report said, explained that 
the primary factors which impelled the resort to the outside 
shops were continued heavy business and a failure to make 
required gains in the condition of motive power. The Commis- 
sion’s investigators computed the total cost of the contract work 
to have been $254,043.23 in excess of the cost of similar work 
in respondent’s shops. Respondent questioned the figures and 
challenged the basis upon which they were obtained. The 
Commission’s conclusions as to the C. B. & Q. follow: 


The record does not impeach respondent’s good faith or establish 
a careless attention to its own interests in entering into the con- 
tracts. It is none the less true, however, that an excess expenditure 
of the character and even approaching the amount of that above 
mentioned is regrettable and at all times to be avoided if possible. 
Irrespective of the existing relationship of normal shop capacity to 
normal repair demands, an investment of the margin of such an 
outlay in increased shop facilities which would more nearly meet 
emergencies would make for increased efficiency and economy. 


As to the C. M. & St. P., the report said the contracts into 
which this respondent entered were distinctive in that they 
covered the conversion of so-called Vauclain compound locomo- 
tives into simple ones, in addition to the classified repairs the 
locomotives received. The locomotives were sent to the Baldwin 
shops. The investigators computed the total excess cost of the 
Baldwin work to have been $731,196.84, while the respondent 
computed it to be $127,972,20. The conclusions as to the C. M. 
& St. P. follow: 


As before stated, the situation outlined in the foregoing review 
differs from those presented in other cases in this invstigation in 
that it involved primarily the conversions of locomotives of an ad- 
mittedly* faulty type, subject to excessive maintenance costs, into 
more satisfactory power. This exceptional work, plus the requisite 
repairs, appears to have presented something more than the ordinary 
shop problems. This, together with a maximum record of twenty 
conversions in respondent’s shops in 1915, the subsequent increase in 
its other motive power, the shop and traffic situations, the desira- 
bility of modernizing the compounds, and the better cost showing in 
its relation to the total accomplishment, might leave less room for 
criticism than if the contracts had embraced merely the usual classi- 
fied repair work. But it appears that, apart from the conversion 
problem, respondent’s shops are equal to no more than normal 
demands, or a maximum represented by 10 per cent of its motive 
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power out of service for all repairs requiring more than 24 hours. In 
these circumstances a consistent policy of efficient and economica! 
management would require that such excess expenditures as the 
contract work has repeatedly been shown to involve be made in the 
procurement of such shop enlargements or additions to or moderniza- 
tion of shop equipment as would enable the carrier reasonably to 
meet exceptional demands. ° 


The Philadelphia & Reading, according to the report, con- 
tracted with Baldwin in April, 1920, for the repair of 15 or more 
of respondent’s Mallet compound locomotives, and 15 were re- 
paired. Respondent justified the contract on the ground of a 
lack of facilities of its own for handling Mallets for the purpose 
of making the classified repairs necessary to keep pace with 


requirements. The excess cost of the Baldwin work in this case 
was estimated to be $220,473.21. Continuing, the Commission 
said: 


Respondent’s contention that in its shop situation the question of 
the excess cost of the Baldwin work is merely academic only serves 
to emphasize what the record compels us to regard as an improvi- 
dence in management. It appears that the corporate officers were 
fully cognizant of the incapacity of the company shop to take ap- 
propriate care of all the Mallet compounds. In addition to its size, 
that type of locomotive is recognized by them to be a_ complex 
machine, requiring repairs at more frequent intervals than do simple 
types. In February, 1920, a plan was submitted for an extension of 
the shop, at an estimated cost of $423,350, with a capacity for ten 
Mallets at a time. In June of the same year a modified plan was 
submitted, contemplating an expenditure of approximately $275,000. 
The excess cost of the contract repairs on fifteen Mallets—one-half 
of respondent’s total ownership—would have gone far toward pro- 
viding the mechanical department with the much-needed facilities. 
The large sum paid out under the contract secured to respondent 
only relatively short-lived repairs, with a margin above a reasonable 
expenditure which would have covered the majojr portion of an 
essential addition to respondent’s capital equipment. Up to the time 
of the hearing this facility had not been provided. The practice 
followed could not be said to make for efficiency and economy in 
management. 


The St. Louis-San Francisco contracted in 1920 with the 
Pittsburg Boiler & Machine Company of Pittsburg, Kans., the 
Kansas City, Mexico & Orient, and Baldwin for repairs of loco- 
motives. Excess costs in this case were found to be $208,335.24. 
The Commission said in so far as additional productive capacity 
was needed to meet requirements, large payments to outside 
concerns were not in the interest of efficient and economical 
management. It accepted the respondent’s justification for con- 
tracting for part of the work involved as having met an emer- 
gency, but criticized the rebuilding of some wrecked locomo- 
tives and the purchase of locomotive boiler back ends. 

The Missouri Pacific was found to have sent to outside 
shops for repair, apparently in 1920 and 1921, a total of 49 
locomotives. The investigators’ report dealt with 27 of the 
locomotives particularly. The excess cost was computed to 
be approximately $116,000. In conclusion as to this respondent, 
the Commission said: 


The record affords little opportunity for a determination of the 
ability of respondent’s shops to meet power requirements in 1920, 
when the contract repairs were made except by contrasts with 
1919, and contrasted items do not tell a very definite story. It is 
therefore necessary to rest largely upon the general testimony, not 
rebutted of record, that the shop forces were incomplete and inade- 
quate to keep pace with the demands for maintenance of power. 
It is observed, at the same time, that in all a large number of ioco- 
motives was repaired at what the record indicates to have been a 
cost very much in excess of the cost of similar work in respondent’s 
own shops. In the face of this regrettable incident of resorts to 
outside shops, established over and over in the course of this inves- 
tigation, every energy should unceasingly be bent upon a realization 
of the utmost production of which the company facilities and forces 
are capable, in the effort to minimize, and better yet to eliminate, 
such excessive maintenance costs. 


In the case of the St. Louis Southwestern the Commission 
said the excess cost on repairs to six locomotives was com- 
puted to be $58,328.72. The carrier terminated the contract 
work in January, 1921, stating it would be able, principally by 
reason of the depression in business, to take care of required 
repair work in its own shops. The Commission said it ac- 
cepted this action as denoting a policy on respondent’s part, 
with the return of normal conditions, to utilize its own facil- 
ities and forces in the future maintenance of its motive power 
and equipment. 

As to the Texas & Pacific the Commission’s investigators es- 
timated excess cost of repairing five locomotives to be $14,- 
882.23. The Commission said correspondence in evidence dis- 
closed that respondent’s officials regarded some of the labor 
charges as unreasonable and sought revisions, and also were 
dissatisfied with the quality of the work in certain respects. 
It said it deemed the circumstances in this case to warrant 
the assumption that jn the future respondent would leave noth- 


ing undone to avoid further recourse to the costilier contract 
work. 


TARIFFS AND MOTOR-TRUCK SERVICE 


With Chairman Hall and Commissioners Aitchison and Cox 
holding that, until same regulation of interstate transportation 
by motor trucks is attained, the maintenance by carriers sub- 
ject to the interstate commerce act of proportional rates lower 
than the locals on traffic interchanged with motor trucks is 
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unlawful and should not be permitted, the Commission, in a 
report in No. 14828, in the matter of the legality of tariffs pur- 
porting to embrace or cover motor-truck or wagon transfer 
service in connection with transportation by rail or water, 
opinion No. 9651, 91 I. C. C., 539-53, has found lawful publica- 
tion by the Starin-New Haven Line of proportional rates from 
New Haven lower than the local rates and applicable on traf- 
fic originating at interior Connecticut points, provided that the 
application of such rate is not confined to traffic moved from 
these inland points to New Haven by designated trucking com- 
anies. 

‘ The majority report written by Commissioner McManamy, 
discussed fully the question of the Commission’s jurisdiction 
over motor-truck or wagon transfer service. The findings were 
summarized as follows: 


Upon investigation into and concerning the legality of tariffs 
purporting to embrace or cover motor-truck or wagon transfer 
service in connection with transportation by rail or water: Found, 
That— 

1. Tariffs coverng truck or wagon transfer service, when 
performed as a terminal service of a common Carrier subject 
to the provisions of the act, or in connection with transfer of 
freight in transit at an intermediate point by such common 
carriers, are not unlawful. 

2. Tariffs covering truck services for movements commonly 
designated as line hauls, when operated as an extension with a 
carrier subject to the act, are not in accord with section 6 and 
our tariff regulations, and must be corrected to comply with 
directions given herein. 


The investigation was instituted on the Commission’s mo- 
tion April 9, 1923, and embraced the question of legality of 
schedules contained in all tariffs, excepting express tariffs, 
wherein motor-truck or wagon transfers were employed to per- 
form any portion of the transportation service either within or 
betweene defined terminal districts and interior points, or be- 
tween interior points, in connection with carriers by rail, water, 
or rail-and-water routes, subject to the interstate commerce act. 
Hearings were held at New York and Cincinnati. Representa- 
tives of respondents appeared and testified, and witnesses of 
various trucking and shipping interests also testified, the re- 
port said, and none appeared in opposition to a continuance of 
the present rates or to question the lawfulness of the tariffs 
publishing them. Continuing, Commisisoner McManamy said: 


Motor-truck or wagon transfer can be, and is, employed either 
by the owner of eranuete transported for rendering a service 
connected with such transportation, which the carrier sana beth 
would be under obligation to perform, or by the carrier itself. 
Under the former arrangement the act contemplates that the 
carrier may make an allowance to the owner of the property 
transported for rendering such service, or for furnishing any 
instrumentality used therein, and requires that the ——— 
shall be no more than is just and reasonable. We are given 


- authority to determine what is a reasonable charge and allow- 


ance as the maximum to be paid by the carrier and to fix the 
same by appropriate order. We have required that such —<— 
or allowances be duly published by the carriers in its tariffs 
and be made available to all owners of property transported 
furnishing like instrumentalities or performing: like services in 
connection with the transportaton of their traffic. 


This inquiry, however, is concerned particularly with the 
tariff features connected with the use of truck or wagon trans- 
fer by the carriers. It appears from the record that this service 
is generally of three kinds; first, in connection with terminal 
services within terminal districts; second, in connection wth trans- 
fer in transit between all rail carriers at an intermediate point; 
and third, on connection with hauls extending beyond terminal 
districts commonly designated as line hauls. 


Illustrative of the first of the above classes, the report said, 
is the situation at St. Louis, described in the St. Louis Terminal 
case, 34 I. C. C. 453. At New York, the report continued, the 
Erie has adopted a system similar to that at St. Louis, and 
practices followed at Cincinnati, Chicago and Milwaukee were 
discussed in this connection. 


Under the second species of service referred to, the report 
said, trucks are used in connection with transfer in transit be- 
tween rail carriers at an intermediate point. 

Taking up the third class of service enumerated, the report 
continued as follows: 


The character of the third class of truck service, wherein 
trucks are used for hauls extending beyond terminal districts, is 
demonstrated by the situation at New Haven, the only instance 
of its kind particularly described in the record. The Starin-New 
Haven Line is a water carrier operating between New Haven and 
New York, N. Y¥., where it contects with the Clyde Steamship 
Company and the Mallory Steamship Company, also water lines. 

The Clyde line publishes in tariffs on file with us joint water- 
and-rail rates from New Haven and New York to interior points 
in southern territory, in connection with southern rail carriers 
serving south Atlantic and Gulf ports. These tariffs are con- 
curred in by the Starin-New Haven Line and the southern rail 
carriers. The Starin-New Haven competes with the New York, 
New Haven & Hartford Railroad, hereinafter called the New 
Haven, and with the New England Steamship Company, which 
is controlled by the New Haven. There is also some competi- 
tion with independent motor-truck companies. 

From interior New England points the New Haven has its 
own established routes, either all rail or in connection with the 
New England Steamship Company, and it refuses to join with the 
Starin-New Haven in the publication of joint rates from interior 
points to New York or to southern territory. Being thus shut 
out from securing traffic from important inland shipping points, 
the Starin-New Haven, after first securing the consent of its con- 
nections, entered into an agreement with two private concerns 
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to operate a motor-truck service from Meriden, New Britain, 
Wallingford, and Waterbury, Conn., all of which points are 
served by the New Haven, to its docks at New Haveen. These 
hauls range from 14 to 28 miles. By this extension of service 
it has published through raates from these points to destinations 
in southern territory equal in amount to those maintained from 
New Haven by the Starin-New Haven and from the same origin- 
ating points in connection with the lines of the New Haven and 
the New England Steamship Company. At present rates over the 
Starin-New Haven route only apply on southbound traffic. The 
truck companies are not shown in the tariffs as originating or 
participating carriers and the amounts paid them under the 
present verbal contracts are not shown. It was testified that 
their charges range from 20 cents per 100 pounds on first class to 
7 cents per 100 pounds on sixth class, and are paid by the Starin- 
New Haven out of the divisions accorded it. Respondents ex- 
press the willingness, if it is desired, to show in the tariffs the 
names of the truck companies and the charges paid for their 
services, and also to reduce their agreements with those concerns 

to writing and file them with us. . 

These respondents testified that the truck companies act 
solely as the agents of the Starin-New Haven Line, issuing billing 
to the shipper and collecting freight charges in that capacity. 
Complete liability for the property is assumed .by the Starin- 
New Haven as soon as it is received by the truckman. They con- 
sider that in this manner the trucking service becomes subject 
to regulation by us and that it is equivalent to an extension 
of the Starin-New Haven’s own line to those points. It is urged 
that there is no provision in the interstate commerce act prohibit- 
ing allowances to non-common-carrier agencies and reference is 
made to allowances paid elevator companies for storing grain and 
to private industrial railways for switching services. The con- 
tention is made also that the absorption of line haul charges has 
only been found unlawful when the carrier whose charges are 
absorbed is subject to the act, and that even under those con- 
ditions common carriers by water have been permitted to file 
tariffs with us publishing through rates from points on the 
lines of common carriers without the concurrence ‘of such 
carriers. In such instances the tariffs make reference to the 
tariffs containing the rail charges to the port and provide for their 
absorption by the water carrier. While the status of the tariffs 
referred to by respondents is not in issue in this proceeding, it 
should be noted that the charges there absorbed appear in tariffs 
lawfully on file with us, and that our jurisdiction over both the 
carriers and the transportation is unquestioned. 

In discussing the legality of the tariffs under investigation, 
the extent of our jurisdiction over the different kinds of service 
by motor-truck or wagon transfer hereinbefore described should 
first be determined. 

Paragraph (1) of section 1 provides: 

_ “That the provisions of this Act shall apply to common car- 
riers engaged in—(a) The transportation of passengers or prop- 
erty wholly by railroad or partly by railroad and partly by water 
when both are used under a common control, management, or 
arrangement, for a continuous carriage or shipment. * * *” 

Paragraph (2) of section 1 provides: 

“The provisions of this Act shall also apply to such trans- 
portation of passengers and property and transmission of intel- 
ligence, but only in so far as such transportation or transmission 
takes place within the United States * * *,” 

he words “such transportation” in paragraph (2) can only 
refer to the transportation of passengers or property by the 
common carriers described in the preceding paragraph. The effect 
of paragraph (2) is to impose additional restrictions to the appli- 
cation of the provisions of the act over transportation by these 
carriers. 

Paragraph (3) of section 1, after defining the term common 
carrier as including public-service companies of various species, 
among which motor-truck or wagon transfer companies are not 
named, states: 

_. The term “railroad” as used in this Act shall include all 
bridges, car floats, lighters and ferries used by or operated in 
connection with any railroad, and also all the road in use by any 
common carrier operating a railroad, whether owned or oper- 
ated under a contract, agreement, or lease, and also all switches. 
spurs, tracks, terminals, and terminal facilities of every kind 
used or necessary in the transportataion of the persons or prop-. 
erly designated herein, including all freight depots, yards, and 
grounds, used or necessary in the transportation or delivery of 
any such property. The term “transportation” as used in this 
Act shall include locomotives, cars and other vehicles, vessels, and 
all instrumentalities and facilities of shipment or carriage, ir- 
respective of ownership or any contract, express or implied for 
the use thereof, and all services in connection with the receipt, 
delivery, elevation, and transfer in transit, ventilation, refriger- 
ation or icing, storage, and handling of property transported.” 

It is to be noted that the application of the provisions of the 
act is limited to certain classes of common carriers expressly 
named and specified, none of which include motor trucks. We 
have consistently found that motor-truck or wagon transfer com- 
panies are not common carriers subject to the provisions of the 
act. Parmalee case, 12 I. C. C. 39. 

Although the language employed in connection with the term 
transportation would be broad enough, if standing alone, to 
include every form of motor-truck or drayage service, its mean- 
ing must be determined, as previously stated, by referring to the 
preceding definition of common carrier by “railroad.” This names 
among other things “terminal facilites of every kind used or 
necessary in the transportation of the persons or property des- 
ignated herein.” Construed in this manner the provisions of the 
act, and consequently our jurisdiction, are applicable to service 
by motor-truck or drayage transfer only when they can be re- 
garded as terminal facilities. This construction would place 
under our jurisdiction the first two classes of truck service, 
namely, when used in connection with terminal services such as 
the St. Louis, New York, and other cited instances, or in con- 
nection with transfer in transit between carriers subject to the 
act at an intermediate point. It would exclude from our juris- 
diction the third class of truck service which extends beyond 
such terminal districts and becomes what is commonly designated 
as a line haul and in effect acts as an extension of the lines of 
the rail or water carriers. 

While motor-truck or wagon transfer. companies are not 
common carriers subject to the act, truck or wagon transfers 
services performed in connection with terminal services of a 
common carrier subject to the act, or with transfer of freight in 
transit at an intermediate point by such common carriers, are 
subject to our jurisdiction. Such service is a part of a trans- 
portation service by a carrier over which we have jurisdiction. 
The term terminal service may also include accessorial services in 
the nature of the collection and delivery of freight commonly 
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referred to as store-door delivery. There is nothing in the act 
to prevent the establishment of such service or the publication 
of charges in connection therewith by carriers subject to the act. 
See Washington, D. C., Store Door Delivery, 27 I. C. C. 347; Mer- 
chants & Mfrs’. Asso vs. B. & O., 30 I. C. C. 388. We have no 
jurisdiction over the line-haul rates of motor-truck companies 
operated as an extension of the lines of rail or water carriers. 
In many cases it is difficult to distinguish between a line-haul 
service and a terminal service, and we have always decided 
each case upon its merits in that respect. 

Charges to the public for the truck service under our juris+ 
diction must be published in tariffs the same charges for any 
other service granted by the carrier as part of its transporta- 
tion service, and if such drayage or transfer charge is absorbed 
the tariff must show the conditions and amount of the charge 
absorbed. Contracts under which respondents employ truck or 
drayage companies to perform transportation services for them 
should also be filed with us to prevent any suggestion of unjust 
discrimination. The question of whether the employment by a 
common carrier of one concern as its exclusive agent to perform 
all such terminal services may result in unjust discrimina- 
tion under the act against other trucking companies is a ques- 
tion outside the issues of this proceeding. 

There remains for consideration the effect upon the Starin- 
New Haven tariff of the finding that our jurisdiction does not 
include trucking service which extends beyond common-carrier 
terminal districts, or what is commonly Known as a line haul. 
Shippers at the New England interior points earnestly urge the im- 
portance of preserving this service provided by the Starin-New 
Haven in connection with transportation to southern destina- 
ations. It appears that the movement by trucks not only affords 
an alternative service, but frequently a quicker service than is 
available by the established all-rail or rail-water-and-rail routes. 
We realize the eventual necessity of correlating motor-truck 
transportation with rail and water transportation. This in- 
vestigation, however, does not cover such correlation or the de- 
sirability of using motor trucks, and nothing in this report should 
be construed as disapproving such service. This proceeding is 
confined to the somewhat narrow question of the legality of tariffs 
filed with us which embrace motor or wagon transport service. 
We must here determine whether or not, in the present state 
of the law, the rates are published in a lawful manner and, 
if not, whether or not and how such illegality can be corrected. 

The local service of the Starin-New Haven between New 
Haven and New York is not subject to our jurisdiction, nor is 
there anything in the law which brings the extension of such 
service to interior points by other than rail carriage under our 
jurisdiction. We have authority over transportation “wholly by 
railroad, or partly by railroad and partly by water when both are 
used under a common control, management, or arrangement for 
a continuous carriage or shipment.” The joint rates of the Starin- 
New Haven and the Clyde lines and their southern rail connec- 
tions to interior points in southern territory are under our 
jurisdiction, and the question is whether the service in connec- 
tion with such joint rates can lawfully be extended to the New 
England interior points in the manner now attempted. 


The hauls by motor truck from the four inland points to the 
Starin-New Haven docks at New Haven cannot be said to be 
transportation over which we have jurisdiction or a service that 
can be required of a common carrier. The trucking company can- 
not, under those conditions, be acting as an agent for a common 
earrier. As stated, a trucking company is not a carrier subject 
to the provisions off the act. Consequently the trucking com- 
pany is not a proper party to a joint tariff. Conf. Ruling 441. 

While there is no express prohibition in the act against the 
publication of joint rates in connection with a common carrier rot 
subject to the act, we have consistently held that the line must 
be drawn between those carriers whose rates and practices we 
can control and those which we cannot control; and upon this 
line of reasoning it has been our ruling that joint rates cannot 
be made between carriers subject to the act and those not subject 
to the act. Cosmopolitan Shipping Co. vs. Hamburg-American 
Packet Co., 13 I. C. C. 266. The law, however, does not prohibit 
either a rail or water carrier subject to the act from interchang- 
ing business with motor trucks and entering into proper arrange- 
ments to acquaint the shipping public with the total charges 
for the full movement. But such arrangements are not required 
by law and the fact that they may be entered into does not ex- 
tend the terms of the act to include the motor-truck service. 
Section 6 requires that the charges for the service subject to the 
act be filed with us, which requirement we have always con- 
strued as making necessary the statement in the tariffs of such 
charges separately from other charges not subject to the act. 
In this particular the tariffs of the Starin-New Haven published 
in connection with the joint tariffs of the Clyde and Mallory lines 
and the southern rail carriers are not in accord with section 6 
of the act and our tariff regulations. The charges for service 
subject to the act must be stated separately from other charges. 

In the interest of simplicity of tariffs, it has been our prac- 
tice to discourage publication in tariffs of matter other than 
that necessary to comply with the act and our regulations. How- 
ever, in view of the circumstances surrounding the motor-truck, 
water, and rail transportation under consideration, carriers may, 
if desired, include in their tariffs naming rates to or from New 
Haven the charges of motor trucks for the service from such 
inland points to New Haven, provided such charges are separate 
from the charges subject to the act. They may also include the 
combined charges for the two services from such inland points 
to ultimate destinations, but the motor-truck charges and the 
combined charges must both be clearly shown as published for 
information only. Motor-truck lines may not be shows as par- 
ticipating carriers in tariffs filed with us. Nothing here said 
should be construed as general authority to carriers subject to 
the act to include in their tariffs charges for service not subject 
to the act, as generally it is undesirable to complicate tariffs by 
including therein foreign matter, and each case should be deter- 
mined by its particular circumstances. 

Such authority will be of no avail, however, unless the Starin- 
New Haven in connection with this service from the inland New 
England points can lawfully publish proportional rates lower than 
the rates which apply on local traffic from New Haven, for only by 
the publication of such proportional rates can it equalize and meet 
the through rates to southern destinations from such inland 
points in connection with the New Haven system. In Lumber from 
San Francisco Bay Points, 78 I. C. C. 760, we found justified the 
proposal to extend at California ports the application of propor- 
tional rail rates on lumber shipments to the East lower than the 
local transcontinental basis, so as to allow such rates to apply on 
shipments received from all water carriers, where formerly it 
had been restricted to shipments received at the ports only by 
common carriers by water filing tariffs with us. A similar tariff 
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arangement has long existed in connection with ex-lake ore and 
grain rates. In our opinion such proportional rates are justified 
by the decision of the Supreme Court in Texas & Pacific Railway 
vs. I. C. C., 162 U. S. 197, when it can be shown that the traffic 
coming from beyond to which the proportional rates apply is 
surrounded by and subject to substantially different circum- 
stances and conditions than attach to the traffic originating lo- 
cally at the port. In this case it is clear that the traffic 
which originates at Meriden, New Britain, Wallingford, and 
Waterbury is subject to substantially different circumstances and 
conditions than attach to traffic originating at New Haven, be- 
cause of the through rates in connection with the New Haven 
system from these inland points, which can only be met by the 


Starin-New Haven by publication of proportional rates from 
New Haven. 


Publication by the Starin-New Haven of proportional rates 
from New Haven lower than the local rates and applicable on 
traffic originating at the inland points named will therefore 
be lawful, provided that the application of such rates is not con- 
fined to traffic moved from these inland points to New Haven by 
certain designated trucking companies. Discrimination of this 
character in the application of the proportional rates would, in 
our opinion, be unlawful. If proportional rates of this kind 
are published by carriers subject to the act they will be held 
to strict accountability for properly policing such rates by definite 
and unmistakable regulations, practices and tariff provisions. 
Proper evidence of the required movement from the designated 
inland points must be demanded before any shipper is accorded 
rates contingent upon such movement. 

There is still another class of motor-truck service which has 
developed since the hearing and which was not referred to in the 
record. Certain carriers are handling short-haul package freight 
between points on their lines via motor trucks instead of via 
local-freight trains. The arrangement, it is said, is a step toward 
relieving railroad facilities so as to expedite the handling of long- 
distance heavy freight for which railroad equipment and facilities 
are better adapted than motor vehicles. No change is proposed in 
the rates and it is simply an alternative method of handling traffic 
between points already served by the carrier. As this situation 
was not before us on this record we express no opinion at this 
time as to our jurisdiction over such service and the manner in 
which the rates therefor are published. 

Appropriate action should be taken by all respondents to de- 
termine whether their tariffs comply with the conclusiong herein 
reached, and to correct any situations which may not be in ac- 
cord therewith. A reasonable time will be allowed for the can- 
cellation of schedules which are not in accordance with our 
conclusions. No order will be entered at this time. 


Commissioner Aitchison, concurring in part, and Chairman 
Hall and Commisioner Cox concurring in his expression of views, 
objected to the finding of the majority as to publication by the 
Starin-New Haven of proportional rates. He said he was not 
convinced that, under existing laws, proportional rates of that 
kind were permitted, although he recognized the practical ne- 
cessity for full and adequate coordination between all forms of 
transportation, rail, water and motor. He said what was pro- 
posed was a “clear innovation,” quite out of harmony with ex- 
isting practice, evidently of far-reaching importance, and af- 
forded serious opportunities for covert breaches of present 
laws which it was the Commission’s duty to enforce. He said 
Conference Ruling 304 (b) defined a proportional rate as one 
which applied to part of a through transportation which was 
entirely within the jurisdiction of the interstate commerce act. 
Motor-truck service, he said, is not subject to the act and pro- 
portional rates in connection with motor trucks have not here- 
tofore been recognized by the Commission. 

The majority, he continued, would require carriers publish- 
ing proportional rates in connection with motor trucks to as- 
sume the burden of properly policing such rates, but that it 
is not evident that adequate policing arrangements are pos- 
sible. To authorize proportional rates in connection with motor 
trucks may result in many instances in demoralization of rates 
of:carriers subject to the act, as well as other practices con- 


trary to the act which under present law it would not be pos- 
sible to control, he said. 


CARLOAD MINIMA ON SHEEP, ETC. 


The Commission has dismissed the complaint in No. 14130, 
R. N. Stanfield et al. vs. Oregon-Washington Railroad and Navi- 
gation Company et al. (opinion No. 9665, 91 I. C. C. 598-610), 
embracing also No. 14274, National Live Stock Exchange vs. 
Santa Fe et al. The complainants attacked the carload minima 
and resultant charges on sheep, lambs, goats and kids in double- 
deck cars. The Commission found that the carload minima on 
sheep, lambs, goats and kids, in double-deck cars, in Western 
Classification territory, was directly and intimately related to 
the rates per one hundred pounds in connection with which 
they applied, and that the propriety of the minima could not 
be determined without considering the measure of the rates, and 
that the carload minima assailed, so considered, were not and 


are not unreasonable, unjustly discriminatory, or unduly preju- 
dicial. 


RECONSIGNMENT CHARGE CONDEMNED 


On a finding that the rules and regulations governing the 
reconsignment of carload shipments of hay and straw after 
delivery on private tracks or sidings dre not unreasonable or 
unduly prejudicial in providing for the collection of the pub- 
lished rates to and from the point of reconsignment, but that 
they are unreasonable in providing for the collection of a 
reconsignment charge in addition to such rates, the Commis- 
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sion, in a report by Division 4 in No. 14762, National Hay Asso- 
ciation vs. Averdeen & Rockfish et al., opinion No. 9668, 91 
I. Cc. C. 615-18, has entered an order requiring the defendants 
to discontinue such reconsigning charges on or before Novem- 
ber 6. : 

Complainant alleged that the rates, rules and regulations 
applicable to the reconsignment of carload shipments after 
arrival at the first-billed destination and placement on private 
tracks or sidings, were unjust, unreasonable and unduly preju- 
dicial as applied on hay and straw, and unduly preferential of 
fresh fruits and vegetables. The Commission was asked to 
prescribe rates, rules and regulations applicable to the recon- 
signment of hay and straw, similar to those applying on fresh 
fruits and vegetables. The Sioux City Chamber of Commerce, 
Commercial Exchange of Philadelphia, Kansas City Hay Deal- 
ers’ Association and Chicago Board of Trade intervened. 

The Commission said it had considered the charges, rules 
and regulations for the reconsignment or diversion of carload 
freight throughout the country, citing Reconsignment Case, 47 
I. C. C. 590; Reconsignment and Diversion Rules, 58 I. C. C. 
568; and Diversion and Reconsignment Rules, 61 I. C. C. 385. 
As a result of those cases, it said, the reconsignment rules, 
charges and regulations now in effect had been established. 
Fruits and vegetables were specifically excepted from the op- 
eration of the general rules in. fifteenth section order No. 499. 

Continuing, the Commission said: 


Rule 12 of the general reconsignment rules provides that if a 
car is placed on private tracks or sidings at the first-billed 
destination and is subsequently reforwarded, the local rates to 
and from the point from which the car is reconsigned, plus a 
charge of $6.30, shall be assessed. If the car is placed on public 
delivery tracks and not unloaded or accepted it can be recon- 
signed at the through rate from the original point of origin to 
the final destination plus the reconsignment charge of $6.30. 
Those provisions apply to all traffic except fruits and vegetables. 

Throughout the country generally, shipments of fresh fruits 
and vegetables delivered on private tracks have been excepted 
from the application of that portion of rule 12 which provides 
for the asessment of local rates to and from the point from which 
cars are reforwarded. On such shipments the through rates 
from point of origin to final destination, plus the $6.30 charge, 
are applicable. The carriers also permit certain back-haul privi- 
leges on fresh fruit and vegetable traffic which are not allowed 
on shipments of hay and straw. 

Complainant’s contention is that the different treatment ac- 
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RATES ON GREEN COFFEE 


An award of reparation has been recommended by Examiner 
Frank M. Weaver in No. 14807, Alexander Grocery Company et 
al. vs. Beaumont, Sour Lake & Western et al., on a proposed 


finding that rates on green coffee, in carloads, from New York, 


N. Y., to Austin, Tex., and from New Orleans, La., to La Grange, 
Austin and San Antonio, Texas, and on imported green coffee,, 
from Galveston and Houston to Austin and San Antonio, Tex., 
were unreasonable. The examiner said the Commission should 
find that: 


(1) The rate assailed on green coffee, in carloads, from New 
York, N. Y., to Austin, Texas, was unreasonable to the extent that it 
exceeded 86.5 cents per 100 pounds; and that like rates from New Or- 
leans, La., to La Grange, Austin and San Antonio, Texas were, un- 
reasonable to the extent that they exceeded 66 cents per 100 pounds 
prior to July 1, 1922, and 59.5 cents per 100 pounds thereafter. 

(2) That the rates assailed on imported green coffee, in carloads, 
from Galveston and Houston, Texas, to Austin and San Antonio, 
Texas, were unreasonable to the extent that they exceeded 59.5 cents 
per 100 pounds prior to July 1, 1922, and 53.5 cents per 100 pounds 
thereafter; and that the present rates from and to the same point& 
are not unreasonable. 

_(3) That during the period February, 1921, to January, 1923, com- 
plainants, except the Alexander Grocery Company, made shipments at 
the rates found unreasonable and paid and bore the charges thereon, 
was damaged in the amount that the charges so paid exceeded those 
which would have accrued at the rates herein found reasonable, and is 
entitled to reparation with interest. Rule V of the Rules of Practice 
should be complied with. 


LUMBER RATE REVISION CASE 


Modification of the Commission’s findings in West Coast 
Lumbermen’s Association vs. A. & S. Ry. Co. (78 I. GC. GC. 746), 
has been recommended by Examiner C. I. Kephart in a tentative 
report on further hearing in No. 13211, West Coast Lumber- 
men’s Association et al. vs. Abilene & Southern et al., embrac- 
ing also No. 15147, William Cameron & Co., Inc., vs. Same; 
No. 15214, Lumbermen’s Association of Texas vs. Same; and 
No. 15357, Wichita Board of Commerce et al. vs. A. T. & S. F. 
et al. 

In 78 I. C. C. 746, the Commission found unlawful rates 
applicable on lumber and other forest products, carloads, from 
points in the north Pacific coast group to points in eastern 
Colorado, southern Kansas, New Mexico, Texas, Oklahoma, 
Arkansas and Louisiana. Defined destination groups were pre- 
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corded shipments of fresh fruits and vegetables is unduly pre- 
judicial to hay and straw. The abolition of the reconsignment 
charge is sought in those cases where there are no joine rates 
from point of origin to final destination, and where joint rates 
are in effect complainant seeks to have them applied on ship- 
ments of hay and straw delivered on private tracks and sub- 
sequently reconsigned. <A violation of section 1 was alleged, 
but was not pressed at the hearing. In Kansas City Hay Dealers’ 
Aso. va. A. T. & &S. F. Ry. Co., 74 I. C. C. 353, we found that the 
regulations and charges named in rule 12 were not unreasonable. 

A large number of dealers in hay and straw from various 
parts of the country testified that the present rule creates an 
undue burden on them and has resulted in the loss of a large 
amount of business. Instances were given to show that fre- 
quntly the increased charges resulting from reconsignment have 
been greater than the value of the shipment, with resulting loss 
to the shipper. It was stated that because of the rule unscrupu- 
lous consignees refuse hay or straw upon arrival at the first- 
billed destination, because they know it will be more profitable 
to the shipper to sell the hay to them at a lower price than it 
would be to reconsign it to some other point. There are many 
destinations to which hay and straw are shipped, such as coal 
mines, where there are no public tracks and where the only 
facility for handling cars is on private tracks. ' 

Complainant admitted that there is no competition between 
hay or straw and fresh fruits and vegetables, and contended that 
the question of competition is irrelevant because no damages are 
sought. The c jaim of undue prejudice is based primarily on the 
fact that hay, straw, fruits, and vegetables are products of agri- 
culture and therefore the reconsignment rules relating to them 
should be similar. Hay and straw are what is commonly termed 
“dead freight,” while fresh fruits and vegetables are generally 
perishable. The transportation of the latter must be facilitated 
in every way in order that they may be used before their value 
as articles of food is destroyed. Although rule 12 does confer a 
preferenie on fruit and vegetable traffic, such preference is not 
undue or wnlawful. The different characteristics of the com- 
modities justify different treatment. 


Defendants gave the history of the present reconsignment 
rules and charges and called attention to the fact that they were 
published pursuant to our decisions. They contend that after 
delivery by the carriers of hay and straw shipments upon private 
tracks the shipments are out of their possession, and that to 
permit reconsignment on the basis of the joint rate might result 
in substitution and other unlawful practices by unscrupulous 
shippers. It was testified that the rules governing the recon- 
signment of fresh fruits and vegetables are not uniform through- 
out the country. 

In Chesnutt Lumber Co. vs. Director-General, 89 I. C. C. 236, 
we found that the assessment, in addition to the rates to and 
from the point of reshipment of the reconsignment charge pro- 
vided by rule 12 was unreasonable, reversing to that extent 
certain former decisions in which the provisions of rule 12 had 
been approved. 


Commission 


scribed for the future and reparation awarded, the examiner 
said. The rates became effective October 5, 1923, the exam- 
iner said, but it soon developed that the groups established 
were not satisfactory to lumber merchants in the Southwest 
who were not parties to the proceeding and the complaints 
referred to above were filed seeking a rearrangement of the 
groups. The carriers also asked reconsideration of the question 
of reparation. The original case was reopened and the new 
complaints consolidated with it. The Foster Lumber Company, 
Kansas City, Mo., and representatives of Gulf ports and a 
number of Pacific coast producers and shippers intervened. Re- 
viewing the issues raised, Examiner Kephart said: 


In the former report the commission prescribed © destination 
groups, numbered I to V. with applicable rates of 62.5. 69, 75, 
81 and 85 cents, respectively. Oklahoma City and Tulsa, Okla., are 
in Group II and Okmulgee and Muskogee, Okla., in Group III. Fort 
Worth and Dallas, Tex., are also in Group III, while Waco, Tex., 87 
miles south of Fort Worth, is in Group IV. Formerly the Okla- 
homa points, Fort Worth, Dallas and Waco were on a parity with 
respect to this traffic, and complainant in No. 15147 seeks to have 
that relationship restored, including Fort Smith, Ark., in the same 
group. It is asserted that the points are all competitive and should 
be in one group instead of the 3 different bases required. The same 
basic rate on lumber and other Group D article’ as may be deter- 
mined for upper Mississippi River crossings in Docket 14494, Burling- 
ton Shippers’ Association et al vs. A. T. & S. F. Ry. et al., now 
pending, is sought for these points. Comlainants in No. 15214 ask 
that all competing points in the states of Oklahoma and Texas shall 
constitute a single destination group, as was previously the case. 
In most respects, these two complaints have the same aim. In No. 
15357 commercial interests of Wichita, Kan., ask to be restored to 
a rate parity with Hutchinson and Topeka, Kan., and Kansas City, 
Mo., which are the sources of their keenest competition. But these 
parties, as well as the interveners from Oklahoma City, assert that 
southern Kansas and northern Oklahoma deserve lower rates than 
territory farther south. Prior to September, 1914, Oklahoma City 
enjoyed a lower basis than that accorded Waco. 

Under the present grouping the Fort Smith & Western Railway 
is eliminated from. participation in Oklahoma City traffic via Kansas 
City in the absence of fourth section relief. This is an east and 
west line extending from Fort Smith to Oklahoma City and Guthrie, 
Okla. Its total trackage is 251 miles. It asks that this situation be 
avoided in any regrouping. The application of the fourth section 
is also involved in Southern routes to some of the Texas points. 

The groups prescribed in the former report extend chiefly east 
and west and were constructed under a premise from the record 
that the traffic is confined to northern lines through Kansas City 
and the Union Pacific through Denver, Colo. The Southern Pacific 
now shows that it originates considerable traffic in forest products 
at points in the north Pacific coast group southward from Portland, 
Oreg., wheh moves through El Paso, Tex. The present grouping de- 
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nies it participation in this traffic to certain important destinations in 
north Texas, such as Sherman and Denison, in the absence of fourth 
secton relief. It urges a modification of the grouping in order that 
it may freely serve this territory in competition with more northerly 
carriers. Lumber dealers in Texas are in agreement with it in this 
respect, although this route is somewhat circuitous. It suggests a 
regrouping which would place New Mexico on and east of the lines 
of the Atchison, Topeka & Santa Fe, hereinafter called the Santa 
Fe, from Trinidad, Colo., to El Paso and all of Texas and Oklahoma, 
as well as Louisiana and Arkansas on and west of the Kansas City 
Southern in a 75-cent group and the remainder of Louisiana and 
Arkansas in an 85-cent group. The plan suggested by complainant 
in No. 15147 would include in a group at about 67 cents, or as may 
be prescribed for upper Mississippi River crossings, all Oklahoma and 
Texas north and west of and including stations on the Southern 
Pacific from El Paso through San Antonio, Flatonia, Giddings, Hearne, 
Mexia, Corsicana and Ennis, thence Texas Midland to Paris, Tex., 
and St. Louis-San Francisco to Fort Smith, Ark. Points south and 
east thereof would take higher rates. Thus the rate advanced by 
this complaint for this territory is lower than those prescribed in the 
former report, while that of the Southern Pacific is a composite of 
the rates of 69, 75 and 81 cents named for groups II, III and IV, 
respectively. 

Complainant in No. 15147 operates a large sash, door and mill- 
work factory at Waco, a distributing establishment at Fort Worth 
and 70 retail lumber yards throughout Texas and Oklahoma. The 
parties to No. 15214 are an association of dealers throughout Texas. 
Waco is the largest center of distribution of millwork in the south- 
west. Fort Smith and Dallas apparently come next. In 1914, the 
carriers made reductions in the rates to many Texas points, in- 
cluding Fort Worth and Dallas, but not Waco. In Cameron & Co. 
vs. A. & S. Ry. Co., 41 I. C. C. 521, the commission ordered the same 
reduction to Waco, i, e., from 72 cents to 63.5 cents, restoring the 
basis of equality. 


In his findings Mr. Kephart said: 


The southern boundary of the 62.5 cent group prescribed in the 
former report should be so revised as to include points in south- 
eastern Colorado, Kansas, western Oklahoma, northwestern Texas 
and northern New Mexico on and south of the lines of the Missouri 
Pacific and Santa Fe from Kansas City through Osawatamie, Yates 
Center, Wichita and Kowa, Kan., Amarillo, Tex., Clovis, Vaughn and 
Belen to Rio Puerco, N. Mex. 

A 70-cent group should be constructed from the present 69-cent 
and 75-cent groups to include points south and east of the foregoing 
group to and including stations on the lines of the St. Louis-San 
Francisco from the Missouri-Arkansas state line south of Seligman, 
Mo., through Fayetteville, Ark., Muskogee, Okmulgee, Ada and Scul- 
lin, Okla., to Sulphur, Okla., the Santa Fe thence to Davis, Okla., 
and the Wichita Valley and connections from Waurika, Okla., through 
Wichita Falls, Stamford, Abilene, San Angelo, and Alpine, Tex., to 
the Rio Grande and Southern Pacific thence to El Paso. 

A 77.5 cent group should be constructed to include the remainder 
of Texas and Arkansas and that part of the Louisiana on and west 
of the Kansas City Southern. 

The 85-cent group should comprise the remainder of Louisiana. 

The Fort Smith & Western, under generally unrestricted rout- 
ing in the tariffs, formerly participated in north Pacific coast traffic 
to Oklahoma City and Guthrie that moved via Kansas City or Junc- 
tion City, Kan., and the following lines and junctions on its road 
in Oklahoma, viz., Kansas City Southern at Coal Creek, Missouri, 
Kansas & Texas at Crowder and Missouri Pacific and Missouri, Okla- 
homa & Gulf at Dustin. These routes are between 100 and 180 miles 
greater distance from Kansas City or Junction City to Oklahoma City 
or Guthrie than the short lines, or a circuity of between 30 and 55 
per cent in this part of the haul. This is said to be less than the 
circuity permitted over the more indirect trunk lines and practically 
negligible in a transcontinental haul. During 1923 this road han- 
died upward of 40 cars of north Pacific coast forest products in the 
above manner. If granted the desired fourth section relief, it an- 
ticipates an increase in this traffic, which it asserts it greatly needs. 

This road, and the Kansas City Southern should ‘be afforded the 
necessary relief from application of the long-and-short-haul clause 
of the fourth section under the grouping herein proposed, which will 
be through higher-rated territory from Westville, Okla., through 
Coal Creek, Crowder and Dustin to Weleetka, Okla. 


The carriers assailed the levels to which award of reparation 
was made in the former report as too low. Mr. Kephart recom- 
mended a modification of the basis for reparation determined 
upon in the original report. As to reparation he recommended 
the following: 


That complainants and interveners Foster Lumber Company 
and members of the Pacific Coast Shippers’ Association, who 
have made shipments between July 26, 1917, and October 5, 1923, 
except during federal control, and who may have paid and borne 
the charges thereon at rates in excess of the rates herein found 
reasonable, as their respective rights have hereinbefore been defined, 
have been damaged thereby and are entitled to reparation on such 
shipments made within the statutory period in each instance in the 
amount of the differences between the charges paid and those that 
would have accrued at the rates herein found reasonable. 


COTTON SHIPMENT OVERCHARGED 


An award of reparation has been recommended by Examiner 
C. I. Kephart in No. 15344, California Cotton & Factorage Com- 
pany vs. Director-General, as agent, California Southern et al., 
on a finding that a shipment of cotton from Blythe, Calif., to 
Galveston, Tex., in the period of federal control, was over- 
charged. The rate collected was a combination of commodity 
rates of 40 cents to Rice, Calif., and $1.20, or $1.60, no joint 
rate on cotton having been in effect, the examiner said. He 
found that the shipment was overcharged, in the amount that. 
the rates assessed exceeded the through rate of $1.45. Explain- 
ing the basis for the through rate, the examiner, referring to 
the commodity rates of 40 cents and $1.20, said: 


The sécond component was published in Transcontinental Freight 
Bureau eastbound tariff No. 3-N, Agents R. H. Countiss’ I. C. C. 
No. 1065, and was subject to the rule for constructing combination 
rates provided in Agent Morris’ tariff No. 228, I. C. C. No. U. 8. 1, 
and supplements thereto or reissues thereof. At the time of ship- 
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ment Supplement No. 3 to the latter carried a provision that each 
component of combination rates should be reduced a specified amount, 
the two remainders added together and to the sum thus obtained 
a specific amount added as shown opposite the name of he par- 
ticular commodity in the tariff. Accordingly, the two foregoing com- 
ponents should have been reduced 15 cents each and to the sum 
of the remainder the amount of 15 cents added, representing the 
increase authorized under General Order No, 28 and making a through 
rate of $1.45. The difference between the charges at this rate and 
at the rate collected, or 13 cents per 100 pounds, comprises the repara- 
tion claimed, amounting to $57.26. 

Defendants contended that the California Southern was not 
under federal control but the examiner said the road was 
shown as a federally controlled road because it had executed 
the so-called modified form of contract; that the Railroad Ad- 
ministration had treated such carriers as subject to federal 
control and that they should be similarly recognized by the 
Commission. The examiner said the case fell within the prin- 
ciple announced in Sligo Iron Store Co. vs. W. M. Ry. Co. 62 
I. C. C. 648, and other cases. 


RATES ON FUEL OIL 


On a proposed finding that the applicable joint rate on pe- 
troleum fuel oil from Loftus, Calif., to Bisbee, Ariz., was in 
excess of the aggregate-of-the-intermediates and unlawful, and 
that the rate charged was unreasonable and unduly prejudicial, 
Examiner C. I. Kephart has recommended an award of repara- 
tion and authorization of waiving of collection of undercharges 
in a tentative report in No. 15282, A. F. Gilmore Company vs. 
Pacific Electric, Director-General et al. 

Complainant alleged that a commodity rate of 387 cents 
charged on a tank carload of petroleum fuel oil shipped March 
20, 1919, from Loftus to Bisbee, was unreasonable and unduly 
prejudicial to the extent that it exceeded 34.5 cents and that the 
applicable rate exceeded the aggregate of the intermediate rates. 
The Commission was asked to award reparation and to require 
defendants to waive the collection of additional charges claimed, 
based on a rate of 70.5 cents, which was the class D rate of 66 
cents plus the 4.5 cent increase under G. O. No. 28, the examiner 
said. 

The examiner said the shipment was sold f. o. b. Loftus on 
the basis of a southern California origin group rate of 34.5 
cents. Subsequently, he said, it developed that the group rate 
did not apply from Loftus. He said the group rate of 34.5 cents 
applied from a large area in southern California, the great ma- 
jority of the points being more distant from Los Angeles than 
Loftus, and that complainant competed with refiners and deal- 
ers enjoying the group rate. Effective September 10, 1919, the 
rate was extended to Loftus. The examiner recommended a 
finding that failure of defendants to accord the blanket rate of 
34.5 cents from Loftus was unreasonable and unduly prejudicial 
to complainant and that reparation be ordered to the basis of 
the blanket rate. 


RATES ON LINOLEUM, ETC. 


Examiner Howard Hosmer has recommended dismissal of 
the complaints in No. 15337, Memphis Freight Bureau et al. 
vs. Atlantic Coast Line et al., and No. 15588, Certain-teed 
Products Corporation vs. Atlantic Coast Line et al., on a pro- 
posed finding that rates on linoleum, oil cloth, and paper felt 
carpeting, in carloads, from Philadelphia, and other eastern 
points, to Memphis, Tenn., are not unreasonable, discriminatory 
or unduly prejudicial. Complainants alleged the rates in issue 
were prejudicial to Memphis and preferential of St. Louis and 
Ohio river cities. Summarizing the issues, the examiner said: 


Linoleum and oilcloth are rated fourth class, carloads, minimum 
30,000 pounds, in both official and southern classifications, and the 
movement in those territories appears to be exclusively on class rates. 
As the general level of class rates from eastern points to destinations 
in southern territory is higher than those in central territory, com- 
plainants ask for the establishment of commodity rates on linoleum, 
oilcloth, and allied products, in carloads, to Memphis which would more 
nearly equal the fourth-class rates to St. Louis than do the fourth- 
class rates to Memphis. Complainant in No. 15583 also prays that 
such commodity rates as may be established be made applicable to 
either straight or mixed carloads. At present it has such a mixing 
privilege under rule 10 of the consolidated classification. The St. Louls 
Chamber of Commerce intervened in opposition to any change in the 
present relationship between Memphis and St. Louis. A number oi 
companies manufacturing linoleum or other similar floor coverings 
but not oilcloth and vice versa also intervened, supporting the prayers 
for reduced rates on linoleum but opposing a mixing privilege in con- 
nection therewith. Other interveners include jobbers at Kansas City, 
Mo., Wichita, Kans., and_other points in western territory, where the 
movement is on commodity rates not subject to mixing privileges. 
Such privileges are not favored by these interveners, who fear that if 
they are established in connection with commodity rates in the south 
the practice may be extended to the west. : ’ 

Complainants base their case primarily on_the following dictum 
in Rates to, from and Between Points South of Ohio River, hereinafter 
referred to as I. & S. 1303, 64 I. C. C. 107, 134: 

““* * Where a proportionately greater spread, Memphis over St. 
Louis, than herein found proper in first class will result because oi 
the disparity in percentage relationship of the classes, and where 
reasonable necessity therefor exists carload commodity rates should be 
established from eastern territory and Virginia cities to the Memphis 
group in harmony with the rates from the same points to St. Louis, 
on the same commodities, whether the latter are commodity or class 
rates. Similar adjustments should be made to the other Mississippi 
Valley groups,” 
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The present first-class rate from Philadelphia to Memphis, $2.025, 
is 126 per cent of the corresponding rate of $1.60 from Philadelphia 
to St. Louis. The current fourth-class rate from _Philadelphia to 
St. Louis is 75 cents, and 126 per cent of this amount is 94.5 cents, the 
the rate sought by complainants, : 

The Memphis complainants say that the rates assailed are too 
high to enable them to compete with jobbers at other points dealing 
in linoleum. 


The examiner said defendants opposed the rates sought 
by complainants chiefly on the ground that their establishment 
would require reductions to many other points in southern ter- 
ritory and would give recognition to a principle which, applied 
to other traffic, would undermine the entire structure of class 
rates in the South. Continuing, he said: 


It is scarcely open to question that such commodities as linoleum 
and oilcloth generally and properly take class rates in the territories 
here considered. If an exception to this rule is to be made in the 
case of these articles, any others moving on the lower class rates to 
Memphis with equal justification might be taken off the class basis, 
or all class rates to Memphis from the east might as fairly_be deter- 
mined with regard to the fact that it competes with St. Louis and 
other points in official classification territory where transportation 
conditions are more favorable than those in the south. The Commis- 
sion expressly refused to apply such a principle in I. & S. 1303 and 
several other cases. 

The readjustment under I. & S. 1303 was generally understood to 
be of temporary character, and the findings therein were ‘without 
prejudice to any different conclusions which may be reached in other 
proceedings on a fuller record involving the rates to from, or between 
the territory here considered.” In No. 13494, Southern Class Rate 
Investigation, the Commission now has before it such a record. One 
of the aims in that proceeding is to establish a simplified and consis- 
tent class-rate structure which will make possible the elimination of 
many commodity rates that have grown out of the inconsistencies 
of the present class rates. In No. 13494 it was contended on behalf 
of Memphis that its rates from the east should be fixed with regard 
to its competition as a jobbing center with St. Louis, but in the pro- 
posed report in that case no exception of Memphis from the general 
plan recommended for the readjustment of all class rates in the south 
has been made. That plan, it should be noted, takes into account 
routes to southern points through official territory in the following 
proposed findings: ‘ 

“20. That it will constitute undue preference of the gateway point 
and undue prejudice to the point in southern territory to establish and 
maintain interstate class rate, all rail, between points in official 
territory and points in southern territory (except between points in 
eastern territory and points in Virginia and North Carolina), or be- 
tween points in southern territory where a portion of the haul is in 
official territory, which exceed rates made 83-1/3 per cent (five sixths) 
of the combination of first-class local rates to and from the gateway 
between the territories, rates for the other classes being determined 
by the standard percentage relationships herein recommended.” 

Under that finding the fourth-class rate from Philadelphia to 
Memphis would become $1.18. 

The disparity in percentage relationships of fourth to first class 
between the Philadelphia-St. Louis and Philadelphia-Memphis rates, 
which is one source of complainants’ grievance, will in all probability 
be reduced in the near future. The fourth class rate to Memphis is now 
64 per cent of the first class rate but under the plan recommended 
in the proposed report in No. 13494 it would become 55 per cent. 
The fourth-class rate to St. Louis is about 46 per cent of first 
class, but the carriers in official classification territory have in- 
formally proposed a new scale of class rates which would make it 
50 per cent of first class. Class rates between Philadelphia and St. 
Louis are involved in No. 15879, Eastern Class Rate Investigation, 
recently instituted by the Commission. 

The Commission should find that the rates on linoleum, oilcloth 
and similar commodities from Philadelphia and other eastern points to 
Memphis, here in issue, are not unreasonable or otherwise unlawful 
and should dismiss these complaints. Such findings would be without 
prejudice to others affecting these rates which may be made subse- 
quently in other pending proceedings. 


Examiner Hosmer said adoption of the findings recom- 
mended would make it unnecessary for the Commission to pass 
on the question of mixtures but that in the event the Com- 
mission found the rates assailed unreasonable and prescribed 
lower maximum rates, its findings should apply to the com- 
modities involved in straight or mixed carloads. 


DEMURRAGE CHARGES UNLAWFUL 


Examiner J. O. Cassidy has recommended a finding in No. 
15162, International Agricultural Corporation vs. Atlanta & West 
Point et al., that assessment of demurrage charges on six private 
cars under lease while same were on tracks of the lessee was 
unlawful and that waiver of collection of demurrage charges be 
authorized. The complainant alleged that the definition of “private 
car” as published in Agent Fairbanks I. C. C. No. 8, effective July 
7, 1920, was unjust, unreasonable and discriminatory in that it 
permitted defendants to assess and collect demurrage on 
privately owned leased cars, while said cars were on the private 
tracks of the lessee. The proceeding grew out of an attempt on 
the part of the defendants to collect demurrage on six private 
cars under lease, the examiner said. The demurrage assessed 
accrued while the cars were on the tracks of complainant. Two 
of the cars were the property of the United States and four of 
the Tennessee Copper & Chemical Company. They were under 
lease to complainant. The examiner said the record established 
that the cars were not painted, stenciled or boarded with the 
name of the lessee as required by tariffs of defendants and that 
it was because of that omission that the demurrage was assessed. 
The complainant contended that it had notified defendants that 
the cars were under lease and not subject to demurrage. The 
examiner’s conclusions follow: 


The demurrage rule affecting private and leased cars as now 
published in defendants’ tariffs has developed from years of effort 
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on the part of the carriers, owners and various railway and industrial 
associations to devise a reasonable and workable rule to cover all 
cases. That this is an undertaking of considerable magnitude is 
apparent when it is realized that there are in excess of 300,000 
private owned cars in the United States. The chairman of the 
general committee, transportation division, American Railroad Asso- 
ciation, who testified in this case gave an exhaustive history of the 
development of this rule and in referring to its evolution said: 

“There are a great many angles to it that I have not attempted 
to cover; the more you go into this demurrage question on private 
cars, the more involved it. seems to become, but we have tried to 
prescribe a reasonable rule, we have tried to prescribe a rule which 
could be applied without discrimination. Whether we have succeeded 
or not, I don’t know. Sometimes I think that the private car de- 
murrage rule as it stands today is rather an experiment... ” 

It is inevitable that such a rule as this will work hardships in 
certain individual cases but nothing better has yet been devised 
and until some more perfect method of identifying private and leased 
cars has been discovered it would seem best for the Commission to 
grant relief in these special cases rather than to condemn the rule 
itself as unreasonable. 

The Commission should find that in the instant case the written 
notice given defendants’ agent was sufficient to exempt the cars 
from demurrage. It should also find that defendants having been 
put on notice that cars were under lease to complainant, the assess- 
ment of demurrage thereafter for delays while such cars were on 
the tracks of complainant, who was the lessee, was unlawful. This 
finding should not be construed as condemning defendants’ tariff 
rule which requires that private owned and leased cars be painted, 
stenciled or boarded with the name of the owner or lessee. The 


carriers should be authorized to waive collection of the demurrage 
charges assessed, 


REPARATION ON COAL 


An award of reparation based on a finding that total charges 
paid by complainants for the transportation of coal from mines 
in Tennessee and Kentucky served by the Louisville & Nashville 
to sidings on the Fort Valley branch of the Southern intermediate 
to Sawtell, Ga., in the period from May 22, 1921, to April 25, 
1923, inclusive, were unjust and unreasonable has been recom- 
mended by Examiner J. Edgar Smith in a tentative report on 
No. 14949, Randall Brothers vs. L. & N. et al., embracing also 
four sub numbers, W. R. Smith vs. Same; T. A. Hinson vs. Same; 
White Coal Co. vs. Same, and Fulton Ice & Coal Co. vs. Same. 
Total charges now in effect to complainants’ sidings should be 
found to be not unreasonable, the examiner said. The sidings 
are located between Atlanta and Sawtell, Ga. The examiner said 
complainants asked application of the Atlanta rates to their 
sidings. Randall Brothers, W. R. Smith and T. A. Hinson were 
found entitled to reparation. Examiner Smith said in part: 

The Commission has had before it various aspects of these 
rates and charges and of the practices of the carriers at Atlanta, 
notably in Coal to Atlanta, Ga., 60 I. C. C. 509; Interchange Switch- 
ing at Atlanta, 63 I. C. C. 258; and West Kentucky Coal Bureau vs. 
L. & N. R. R. Co., 69 I. C. C. 443. No one of these prior reports is 
directly in point here, though they all show the failure of these 
defendants to absorb full switching charges on coal at Atlanta. 
Certainly the highest charge paid by complainants, 7.5 mills per 
ton mile, or 37.5 cents per car mile for a 50-ton car, can not be 
held unreasonable per se. But the tariffs under which these ship- 
ments moved were all subject, in so far as Sawtell is concerned, 
to Rule 77 of Tariff Circular 18-A. Indeed, the defendants not 
only established rates on coal from mines in the Harlan group to 
Sawtell upon the flat Atlanta basis but, during the period in question, 
prior to April 26, 1923, extended that basis to two other local sta- 
tions on the Fort Valley branch of the Southern, that is, to Schoen, 
Ga., and to Haasville, Ga., the latter being about 5 miles south of 
Sawtell. And, in view of these facts, it does appear inconsistent 
to collect higher charges at complainants’ sidings, which, whether 
within the municipal limits of Atlanta or a short distance beyond, 
are directly intermediate to Sawtell on the same line. The legal 
effect of the publication of Rule 77 cannot be brushed aside by an 
assertion that it crept into the tariffs during federal control, or by 
inadvertence, accident, or mistake; for that rule has been main- 
tained at Sawtell since April 28, 1919, to date. It is not necessary 
to enter into a detailed account of the switching practice of these 
defendants at Atlanta for they are set forth in the reports cited 
above, nor to restate the effect of Rule 77, for it will be found amply 
discussed in Producers Refining Co. vs. Director General, 69 I. C. C. 
403; in Pittsburgh Crucible Steél Co. vs.. Director General, 81 I. C. C. 
659; and in Pacific Grain Co. vs. Director General, 85 I. C. C. 710. 
It follows that the Commission should find that the total charges 
paid by complainants for the transportation of coal from mines in 
Tennessee and Kentucky, served by the Louisville & Nashville Rail- 
road Company, to sidings on the Fort Valley branch of the Southern 
Railway Company, intermediate to Sawtell, during the period from 


May 22, 1921, to April 25, 1923, both dates inclusive, were unreasonable 
and unjust. 


RATES ON LUMBER 


Dismissal of the complaint in No. 15662, Peytona Lumber 
Company et al. vs. Chesapeake & Ohio et al., has been recom- 
mended by Examiner Charles R. Seal on a proposed finding that 
rates on lumber from points in group 12 on the Guyandotte 
branch of the C. & O. in West Virginia to destinations in central 
territory and in Canada are not unreasonable or unduly preju- 
dicial. The examiner said that whatever disadvantage complain- 
ants might operate under did not appear to be due to any im- 
proper relationship of defendant’s rates and that the record did 
not establish that any other rates cited resulted in undue prefer- 
ence or prejudice. 


NO JURISDICTION 


Examiner J. P. McGrath has recommended dismissal of the 
complaint in No. 15045, E. Fernandez & Co. vs. Southern Pa- 
cific Railroad Company of Mexico et al., for want of jurisdiction. 
Complainant alleged that rates charged by defendants on car- 
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load shipments of chick-peas or garbanzo, shipped in the 
months of June, July, August and September, 1921, from points 
in Mexico to New Orleans, were unreasonable. The examiner 
found that some of the shipments were shipped from the Mex- 
ican points of origin to New Orleans and exported to foreign 
destinations. He pointed out that the Commission haa no juris- 
diction over such shipments. Some of the shipments were sent 
to Porto Rico. The examiner said there was no definite proof 
as to which, if any, of the shipments were actually consumed 
either in the United States or Porto Rico, and, as reparation 
only was involved, no finding as to the reasonableness of the 
rates assailed would be made. 





RATES ON PEACHES 


Dismissal of the complaint in No. 15581, Gentile Brothers 
Company vs. Central of Georgia et al., has been recommended 
by Examiner Charles R. Seal on a finding that the applicable 
commodity rate of $1.58 charged on one carload of peaches from 
Fort Valley, Ga., to Watuppa, Mass., in May, 1922, was not un- 
reasonable, unjustly discriminatory or unduly prejudicial, The 
report also embraced portion of the fourth section application No. 
1530 by which the Central of Georgia and other carriers asked 
authority to continue to charge lower rates on peaches from 
Eufaula to Boston and points taking the same rates, including 
Watuppa, than were contemporaneously maintained from Fort 
Valley and other intermediate points. The examiner recom- 
mended denial of the application. The rate of $1.58 was sub- 
sequently reduced to $1.355. As to the fourth section application, 
the examiner said the defendants did not seek relief for the 
future but that they asked that a denial order be not entered 
until a revised adjustment on which they were working could 
be completed. The examiner said as the departures had not 
been justified, the application should be denied, and that if 
defendants found that the general revision of rates could not be 
completed by the date on which the order was to become effec- 
tive, application might be made for postponement thereof. 





REFUND OF OVERCHARGE 


Examiner Morris H. Konigsberg in a tentative report on No. 
15557, Schloss & Kahn Grocery Company vs. St. Louis-San Fran- 
cisco et al., has recommended that the Commission find that 
the rate charged on a carload of sorghum seed from Kansas City, 
Mo., to Montgomery, Ala., in January, 1922, was not unreason- 
able but that it was inapplicable and that reparation should be 
made to the basis of the applicable rate of 61 cents per 100 
pounds. A rate of 77 cents was charged, composed of a propor- 
tional rate of 19 cents on corn to Memphis and sixth-class rate 
of 58 cents beyond. Complainant contended that the applicable 
rate was a lower combination of 61 cents, composed of a rate of 
29.5 cents on corn to Mobile and sijth-class of 31.5 cents beyond. 


REPARATION CLAIM BARRED 


Dismissal of the complaint in No. 14612, Carnegie Steel Com- 
pany vs. Director-General, as agent, Union, et al., has been rec- 
ommended by Examiner Myron Witters on a finding that the 
claim for reparation has been abandoned and that it was barred 
by the statute. It was alleged that the domestic rate charged 
for the transportation of three carloads of structural steel shipped 
February 8, 1919, from Munhall, Pa., to Seattle, Wash., for 
export, was unreasonable, unjustly discriminatory and unduly 
prejudicial. Reparation was sought. The examiner said com- 
plaint was informally filed by the Freight Rate Audit Bureau, 
Inc., in the name of the Dyson Shipping Company, February 
24, 1921, and formally filed in the name of Carnegie Steel Com- 
pany January 23, 1923. The Dyson company, the examiner said, 
was notified that its claim could not be adjusted informally, espe- 
cially in view of the fact that it had been reimbursed by the 
United States Steel Products Company, which, in turn, had been 
reimbursed by the Carnegie company. The formal complaint was 
not filed within six month after the date of mailing such notice 
as required by the rules of practice, the examiner said, and the 


claim must be deemed to have been abandoned and barred by the 
statute. 


REPARATION ON NEWSPRINT PAPER 


Examiner C. W. Griffin has recommended an award of rep- 
aration in No. 14874, News-Capital Company vs. Missouri, Kan- 
sas & Texas et al., on a proposed finding that rates on news- 
print paper, in rolls and bundles, carloads, from Port Edwards 
and Ladysmith, Wis., International Falls, Minn., and Alexandria, 
Ind., to McAlester, Okla., were unreasonable. The case was 
presented under the shortened procedure. 

The applicable rates were 56.5, 76.5, 89 and 78.5 cents, re- 
spectively, the examiner said, adding that overcharges were 
collected on certain of the shipments. The rates were attacked 
2s unjust, unreasonable and unduly prejudicial to complainant 
and preferential of publishers at Muskogee, Okla. Rates for 
the future and reparation were asked. The examiner said rates 
for the future from and to the points named were established 
as the result of Minnesota Ontario Paper Co. vs. N. P., 66 
I. C. C. 571, so that the only matter for consideration was that 
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of reparation. He said the Commission should find that the 
rates assailed were unreasonable to the extent that they ex- 
ceeded 46 cents on the shipment from Port Edwards, and 64, 
65 and 72 cents, respectively, on the shipments from Ladysmith, 
International Falls and Alexandria. He said the record did not 
afford a basis for a finding of undue: prejudice. 





LUMBER SHIPMENT OVERCHARGED 


Examiner Charles R. Seal has recommended an award of 
reparation in No. 15773, Leake & Goodlett vs. St. Louis-San 
Francisco, on a finding that one carload of yellow pine lumber 
from Tupelo, Miss., to Memphis, Tenn., was overcharged. The 
case was’ presented under the shortened procedure. Charges 
were collected at the applicable rate of 7.5 cents and an esti- 
mated weight of 80,000 pounds. The rate itself was not at- 
tacked, but the estimated weight was attacked. The examiner 
recommended a finding that the charges were illegal to the 
extent that they exceeded those that would have accrued based 
on the rate of 7.5 cents and a weight of 62,091 pounds. 


CHARGES NOT UNREASONABLE 


On a proposed finding that charges assessed for detention 
at Alliance, Neb., of four shipments of lumber were not un- 
reasonable or otherwise unlawful, Examiner Warren H. Wag- 
ner has recommended dismissal of the complaint in No. 15073, 
Central West Coal & Lumber Company vs. C. B. & Q. et al. 
The question at issue was whether legal notice that the cars 
were being held awaiting disposition orders was given. The 
examiner found that the notice given was sufficient under the 
tariffs. The shipments, which originated at Enumclaw, Wash.., 
were made by certain producers of lumber for and to com- 
plainant. On arrival at Alliance, the usual postal card notices 
were mailed to complainant. As the latter had no office at 
that point, the cars were returned undeliverable. Notice then 
was given by telephone, a custom followed by the Burlington 
at Seattle, to an employe of complainant at Seattle, Wash., the 
examiner said, that the cars were on hand awaiting disposition 
orders. The employe said he had no recollection of having 
received telephone notice as to the cars involved. Complain- 
ant contended that as the agent of the Burlington did not give 
notice in writing, the Burlington did not comply with its tariff 
requiring that notice of unclaimed freight be given the shipper 
or consignor within five days after arrival. Complainant con- 
ceded, the examiner said, that notice by telephone was always 
acted on as soon as practicable. 


RATES ON STEEL TANK MATERIAL 


An award of reparation has been recommended by Exam- 
iner J. P. McGrath in a tentative report on No. 15533, Parkers 
burg Rig & Reel Company vs. Missouri Pacifiic et al., on a find 
ing that rates on fabricated steel tank material, in carloads, 
from Haynesville, La., to El Dorado and Smackover, Ark., and 
from Couchwood, La., to Smackover, in the period May 38 to 
December 4, 1922, were unreasonable. The case was presented 
under the shortened procedure. Charges were collected at the 
applicable fifth class rates of 39.5 cents from Haynesville to 
Smackover, 45.5 cents from Couchwood to Smackover, and 5) 
cents from Haynesville to El Dorado. The examiner said the 
Commission should find that the rates assailed were unreason- 
able to the extent that they exceeded 23 cents on three ship- 
ments that moved over a short-line route from Haynesville to 
Smackover, 26.5 cents from Couchwood to Smackover, 32 cents 
from Haynesville to El Dorado, and 35 cents on one shipment 
that moved 180.4 miles from Haynesville to Smackover. 


REPARATION ON TANK BLOCKS 


Examiner E. L. Gaddess has recommended an award of 
reparation in No. 15669, Chattanooga Bottle & Glass Manufac- 
turing Company vs. Southern et al., on a finding that a rate of 
50 cents charged on one carload of tank or furnace blocks, 
shipped June 24, 1922, from Tallapoosa, Ga., to Alton Park, 
Tenn., was unreasonable to the extent that it exceeded the 
contemporaneously applicable rate of 20 cents on fire brick 
from Tallapoosa to Chattanooga and Alton Park, Tenn. The 
blocks are a fire brick of large size and are used for the same 
‘purposes as fire brick, the examiner said, adding that they 
moved on fire brick rates in Official Classification territory, 
from Official Classification territory to points in Southeastern 
and Carolina territory and between other points. The case 
was presented under the shortened procedure. 


RATES ON WRAPPING PAPER 


An award of reparation has been recommended by Exat: 
iner J. C. Donnally in No. 14376, Seaman Paper Company vs 
Director-General, as agent, and Minnesota, Dakota & Western 
et al., on a finding that rates on wrapping paper, carloads, 
from International Falls and Duluth, Minn., to Chicago, Ill., in 
the period between August 30 and October 14, 1918, were un- 
reasonable. The report also embraces No. 14443, Minnesota « 
Ontario Paper Company vs. Director-General, as agent, C. & 
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N. W. et al. A rate of 48.5 cents was charged on shipments 
from International Falls to Chicago. The examiner said it 
was unreasonable to the extent that it exceeded 22 cents. On 
shipments from Duluth to Chicago, the examiner found that 
the rate of 22 cents charged was unreasonable to the extent 
that it exceeded 20.5 cents. Some of the claims on shipments 
were held to be barred. 


RATES ON COTTON GOODS 
Dismissal of the complaint in No. 15566, A. Berkman vs. 
Pennsylvania et al., has been recommended by Examiner Mor- 
ris H. Konigsberg on a finding that rates on cotton goods, in 
the original piece, in any quantity, between Philadelphia, Pa., 
and Bridgeton, N. J., were and are not unreasonable or other- 
wise unlawful. 








REPARATION ON BOILERS, ETC. 


Examiner J. Edgar Smith has recommended an award of 
reparation in No. 14806, Walsh & Weidner Boiler Company vs. 
Director General, as agent, on account of an unreasonable rate 
on one carload of boilers and fixings from Chattanooga, Tenn., 
io Belhaven, N. C., shipped December 15, 1919. The case was 
presented under the shertened procedure. A rate of 70 cents 
was charged. A rate of 50.5 cents should have been charged, 
the examiner found. 


*" RATE ON PIPE FITTINGS 


An award of reparation has been recommended by Exam- 
iner F. L. Sharp in No. 15798, Murray-Egan-McLeod Company 
vs. Pennsylvania et al., on a finding that the fourth-class rate 
charged on a less-than-crload shipment of iron pipe fittings 
from Barberton, O., to Duluth, Minn., destined to Virginia, Minn., 
was illegal to the extent that it exceeded an applicable com- 
modity rate of 33 cents. 


RATE ON GRANITE MONUMENTS 


Examiner Charles R. Seal has recommended an award of 
reparation in No. 15341, C. F. Carpenter vs. Central Vermont 
et al$ on a finding that a fifth-class rate of 52.5 cents charged 
on a carload of granite monuments from Northfield, Vt., to An- 
derson. Ind., was not applicable, and that a commodity rate of 
31 cents was. applicable. 





PETROLEUM CASE DISMISSED 


Examiner Myron Witters has recommended dismissal of 
the complaint in No. 15660, Gulf Refining Company vs. Atlanta 
& West Point et al., on a proposed finding that actual weights 
in connection with rates on petroleum and petroleum products, 
in packages, less-than-carload, were not unreasonable and that 
the evidence was insufficient to warrant a finding of undue 
prejudice. Complainant alleged that the actual weights in con- 
nection with the rates charged on lubricating oil, crude oil, fuel 
oil and fuel oil distillate, from Jacksonville, Fla., to various 
destinations in Georgia between March 2 and October 16, 1922, 
were and are unreasonable and unduly prejudicial and unduly 
preferential of intrastate traffic within the states of Georgia 
and Florida. The rates themselves were not attacked but the 
weights used in connection with such rates were the subject of 
the complaint, the examiner said. He said the application of 
actual weights resulted in higher charges than would have 
been assessed under estimated weights, which the complainant 
contended were applicable. The actual weight of complain- 
ant’s shipments of lubricating oil in wooden barrels was 455 
pounds as against the estimated weight sought of 410 pounds 
per barrel, the examiner said. 








TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the property of the Fed- 
eral Valley Railroad Company of Ohio, as of December 31, 1922, 
the Commission has found the final value for rate-making pur- 
poses to be $392,240. The line embraces approximately 19 
miles of track. 

In a tentative valuation report on the property of the 
Cairo, Truman & Southern as of June 30, 1917, the Commission 
has found final value as follows: Wholly owned and used, 
$134,292; used but not owned, $42,504; total owned, $134,292; 
total used, $176,796. 

In a tentative valuation report on the property of the 
Anthony & Northern Railway Company as of June 30, 1919, the 
Commission has found final value as follows: Wholly owned and 
used, $960,300; used but not owned, $1,400; total owned, $960,- 
300; total used, $961,700. 


FINANCE APPLICATIONS 


The Lehigh Valley has applied for authority to issue and 
sell $12,000,000 of 5 per cent general consolidated mortgage 
bonds. The company said it would use the proceeds toward 
paying off’ and redeeming an issue of $15,000,000 of 6 per cent 
collateral trust gold bonds. Subject to the approval of the Com, 
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mission the company said that it had agreed to sell the $12,- 
000,000 of bonds to Drexel & Co., of Philadelphia, and to the 
First National Bank of New York, at 9614 and accrued interest. 

The Peoria & Pekin Union Railroad Company has applied 
to the Commission for authority to issue $3,200,000 of first 
mortgage 5% per cent gold bonds, to provide funds for the 
retirement of a loan of $1,797,000 from the government, to 
retire outstanding bonds and to reimburse the applicant in 
part for expenditures on account of improvements not hereto- 
fore capitalized. The company said arrangements had been 
made to sell the bonds at 95 and accrued interest to Taylor, 
Ewart & Company, Inc., New York. 

The Maine Central has applied for authority to issue $600,- 
000 of preferred stock to pay accumulated dividends on the 
company’s cumulative preferred stock. 

The Cumberland and Manchester has applied for authority 
to issue $60,000 of Horse Creek branch first mortgage bonds in 
connection with refunding notes. 





UNCONTESTED FINANCE CASES 


The International-Great Northern has been authorized by 
the Commission to issue $2,400,000 of 6 per cent secured gold 
notes, and to pledge $2,750,000 of first mortgage gold bonds as 
collateral security therefor. 

The Castleman Valley Railroad Company has been author- 
ized to issue and sell at not less than par $70,000 of common 
capital stock, consisting of 1,400 shares of the par value of 
$50 a share, and not exceeding $230,000 of 7 per cent cumu- 
lative preferred stock, consisting of 4,600 shares of the par 
value of $50 a share. The proceeds will be used in the pur- 
chase and rehabilitation of the applicant’s line of railroad. 

The Lehigh Valley has been authorized to sell not exceed- 
ing $12,000,000 of general consolidated mortgage 5 per cent 
bonds at not less than 96.5 per cent of par and accrued %n- 
terest. 

The Ann Arbor has been authorized to pledge with the 
Director-General of Railroads $450,000 of improvement and ex- 
tension mortgage 30-year 6 per cent gold bonds as security for a 
demand note cf $337,000. 





SUSPENDED TARIFFS 


In I. and S. No. 2211; the Commission has suspended from 
August 15 until December 13 the operation of certain schedules 
as published in supplement No. 40 to Agent B. T. Jones’ I. C. C. 
No. 1400. The suspended schedules propose to increase the com- 
modity rates on uncompressed cotton, cotton linters and cotton 
regins from Brookport, Cairo, Gales and Thebes, Ill., to east- 
ern cities and points taking same rates. The following is 
illustrative: 


From Brookport, Cairo, 

Gales and Thebes, III. 
To Present Proposed 
NR Aa) Pilg? niles Soca fenavsica tava cos ueveratave cme gus w.eSacaussereiarevantcatevas teers 77% 85 
PI EE. Sits Seis rrecenas se aseukcn Sabuwbisweeeweieees 88% 95 
New York, N. Y 8314 91 


In I. and S. No. 2212, the Commission has suspended from 
August 10 until December 8 the operation of certain schedules 
as published in Denver & Rio Grande Western R. R. tariff 
I. C. C. No. 175 and in supplements Nos. 18 and 19 to Agent 
E. B. Boyd’s tariff I. C. C. No. A-1396. The suspended schedules 
propose to increase the rates on dried beans and dried peas, 
carloads, to 10 cents per 100 pounds higher than the rates on 
potatoes, carloads, from Colorado producing points and border- 
ing stations in New Mexico to interstate destinations east of 
the Rocky Mountains. The following is illustrative of proposed 
increases: 





-From——-————_—_—_ 

Denver and 

Grand Junction, other Colorado 

olo. common points 

To Present Proposed Present Proposed 
CO. Bem aioe cdeernion watecees 56 66 50 60 
Oklahoma City, Okla... 75 85 69 19 
SEMIN, TOR, 6:0.0.0:0:s:c:02:6:00 000600 82 92 76 86 


COMMISSION ORDERS 


The Commission’s order of May 27 in No. 144385, the Public 
Service Commission of Indiana vs. B. & O. R. R. et al., has 
been modified by postponing the effective date thereof from 
August 20 until September 20 in so far only as concerns the 
rates from points in Illinois. 

The Procter & Gamble Distributing Company has been per- 
mitted to intervene in No. 15994, Colgate & Co. vs. N. Y. C. 
R. R. et al. 

Upon the requests of the respective complainants, the 
Commission has dismissed the following complaints: No. 15571, 
J. Korber & Co., Inc., et al. vs. Santa Fe et al., and No. 15778, 
A. Klipstein & Co. vs. Director-General, C. B. & Q. R. R. et al. 

Upon learning that the complaints have been satisfied, the 
Commission has dismissed the proceedings in No. 15384, Milne 
Lumber Company vs. P. M. Ry., and in No. 15907, Transconti- 
nental Oil Company vs. C. R. I. & P. Ry. et al. 

The Commission has alse dismissed the complaints in No. 
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15008, Mississippi Southern Railroad vs. Gulf & Ship Island 
R. R., No. 15364, Chas. B. Cox vs. St. L.-S. F. Ry. et al., and 
No. 15398, the Oklahoma Union Railway Company vs. St. L.- 
S. F. Ry. et al., upon motions filed by the parties concerned. 

The Commission has reopened its proceeding in Finance 
No. 646, guaranty settlement with Missouri & North Arkansas 
Railroad, for further hearing. 

The Mobile Chamber of Commerce and Business League 
has been authorized to intervene in No. 15291, Traffic Associa- 
tion of the South Atlantic Ports vs. A. G. S. R. R. et al., and 
in No. 15491, Same vs. Same. 

The city of Independence, Mo., and the Independence Ice 
and Cold Storage Company have been permitted to intervene 
in No. 16008, Friderichsen Floor and Wall Tile Company vs. 
Santa Fe et al. 

The Alabama Public Service Commission has been per- 
mitted to intervene in No. 16036, Florence Chamber of Com- 
merce vs. Central of Georgia Ry. et al. 

The Commission’s orders in No. 14476 et al., Lake Dock 
coal Cases, have been further modified to the extent of au- 
thorizing the Chicago, Peoria & St. Louis Railroad Company, 
B. Wilson and Wm. Cotter, receivers, and connecting carriers 
to establish the prescribed rates upon twenty days’ notice by 
filing and posting instead of thirty days. 

The time prescribed in the Commission’s certificate in 
Finance No. 1621, public-convenience certificate to Kansas & 
Oklahoma Southern Railway, within which the construction is 
to be completed, has been further extended to and including 
August 10. 

The Board of Railroad Commissioners of the State of North 
Dakota has been permitted to intervene in No. 15872, the Port- 
land Linseed Oil Works, Inc., vs. Great Northern Ry. et al. 


JEFFERSON SOUTHWESTERN CASE 


In Finance Docket No. 2556, construction and operation of 
line by Jefferson Southwestern, the Commission has issued a 
second supplemental report approving the application of the 
Jefferson Southwestern for authority to construct and operate 
a line of railroad in Jefferson county, Illinois. Certain condi- 
tions were specified by the Commission, which also approved 
an option agreement submitted by the applicant. 

In a previous report the Commission approved the appli- 
cation subject to the provision that the applicant would have 
to enter into some valid arrangement, which had received the 
Commission’s approval, under which the Burlington, Chicago 
& Eastern Illinois, Louisville & Nashville, Southern and the 
Wabash, Chester & Western should have the opportunity at 
any time within a period of not less than five years, jointly 
to the extent that they might desire to participate, but sev- 
erally if but one of said companies should wish to utilize the 
opportunity, to assume control of the new railroad company 
by purchasing at par such stock of applicant as might be issued 
with the Commission’s approval or by leasing its property. 

The report revealed that the applicant filed with the Com- 
mission July 31 a proposed form of option agreement; that 
copies of the agreement were served on the parties and that 
notice was given that the Commission would receive repre- 
sentations with respect to the agreement on or before August 
7. The report said the Burlington filed representations and 
that local interveners at Mount Vernon and in Jefferson county 
stated that, while they preferred continued operation of the 
line by its present owners, they approved the option agreement 
as tending to preserve the operation of the line as an inde- 
pendent or belt line carrier by separate organization from the 
connecting carriers. No other responses were received. 

-Continuing, the Commission said: 


The proposed agreement contains certain deviations in detail 
from the arrangement contemplated in the report before mentioned. 
—— deviations in so far as they are material, are substantially as 
ollows: 

First. The option agreement grants the right to purchase not 
only to the five railroad companies named in the report, but also to 
any raflroad company, not specifically named, which may at any time 
during the period of the option, construct or acquire a line of rail- 
road connecting with the said Jefferson Southwestern Railroad (either 
directly or through a switching line), not including in the benefit 
of the option, however, any railroad which, at the time when the 
option is exercised, is industrially owned or controlled. : 

Second. The right to purchase under the option may be exercised 
only by two or more of the companies entitled to the benefit of the 
option acting jointly. In our report it was contemplated that pur- 
chase might be made by any one of the five named companies. 

Third. The proposed option agreement grants a right to purchase 
the applicant’s line of railway, and does not, as was contemplated by 
the report, provide for the lease thereof, nor for purchase of the 
applicant’s stock, except that, if the stockholders of the applicant 
consent, their stock may be transferred to the purchaser in lieu of 
or in addition to the transfer of the property and franchises of the 
company, subject, however, to the approval of the Interstate Commerce 
Commission, and upon the proviso that the stock be held by the pur- 
chasers in such manner as to preserve their respective interests and 
all of the covenants and conditions contemplated by the agreement. 

Fourth. In our report it was contemplated that the stock of the 
applicant should be purchased at par. In the proposed agreement it 
is provided that the purchase price for the property shall be a sum 
equal to the actual cash investment in the property as of the time 
the sale is consummated, less liabilities then outstanding, plus 
interest on such investment at 6 per cent per annum from the time 
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when such investment was made, crediting against said interest, how- 
ever, the aggregate of any sums paid out by the applicant as cash 
dividends to its stockholders. : 

Fifth. Under paragraph 5 of the proposed agreement provision is 
made for imposing upon any purchaser of the property various terms 
and conditions. The first condition has the effect of enabling lines 
connecting with the line of the applicant, with certain exceptions, to 
purchase an interest in the property, during a period of 39 years, 
equal to the interest of other owners and subject to the same coven> 
ants, conditions and restrictions under which they hold their respec- 
tive interests. The other conditions imposed in paragraph 5 provide 
for the operation of the line as a neutral or independent line or term- 
inal railroad, that its owner shall at all times maintain reasonably 
adequate passenger, express, mail, and general freight service, and 
that all connections shall be granted equal access to its facilities, 
equal rates, interchange service and arrangements, and equal divi- 
neg to those enjoyed by railroads interested in the ownership of 

e line. 

Sixth. The time during which the option may be exercised begins 
three years from the date thereof, and extends thereafter for a 
period of five years. In our report it was required merely that the 
opportunity to purchase be extended for a period of five years. 

_ The Chicago, Burlington & Quincy Railroad Company makes the 
objection that the proposed agreement because of the variances from 
the arrangement contemplated by the report to which we have alluded 
and because of other variations of less importance, is in conflict with 
the findings in said report. We are of opinion that the agreement, 
in substance, is responsive to the suggestions made in the report. It 
fairly constitutes, in our opinion, a binding arrangement under which 
the applicant may be required, to transfer the title to its property 
to the beneficiary lines, or to any two of them which may exercise the 
option. It seems to us immaterial that the agreement contemplates the 
transfer of title in the property rather than a lease or transfer of 
the applicant’s stock. If the option is exercised, the present stock- 
holders of the applicant will be as thoroughly divested of their control 
of the property as they would by lease or transfereof their stock. 
The provision for joint purchase by two or more lines seems to us to 
be preferred to an arrangement whereby any one of the companies 
entitled to the benefit of the option would acquire sole ownership. 
The applicant’s line, so far as the bulk of its traffic is concerned, will 
probably continue to be in the nature of a belt or terminal line which 
should afford equal service to its several connections, It seems to us 
that this result will best be brought about if the line is acquired 
by more than one of such connections. Moreover, the eighth para- 
graph of the proposed agreement contains a reservation of a right to 
sell the property, at any time prior to consummation of the sale 
pursuant to the option, to any railroad company or company author- 
ized by its charter to operate a railroad, subject, however, to our 
formal approval. If it should happen that the companies entitled 
to the option are unwilling or unable to exercise it jointly in the 
form contemplated by the option agreement it will be possible under 
the provisions of paragraph 8 of the agreement for the applicant 
to sell its property pursuant to the agreement to some one company, 
only, however, after approval of the arrangement by us. 

The applicant has filed with us proof of appropriate corporate 
action with respect to the proposed agreement by its board of direc- 
tors and its stockholders. It has also made proof of the payment of the 
consideration of one dollar contemplated by the agreement by each of 
two lines entitled to the benefit thereof, to wit, The Wabash, Chester 
& Western Railroad Company and its receiver and Louisville & Nash- 
ville Railroad Company. 

On the facts presented we find that the present and future public 
convenience and necessity require the construction and operation 
by the applicant of the line of railroad in Jefferson County, IIl., 
described in the application, provided, however, that the applicant 
shall abide by and observe all the terms and conditions contained in 
the option agreement hereinbefore mentioned and described, including 
not only the particular obligations assumed by it therein, but also 
the terms and conditions imposed or to be imposed upon purchasers 
under the agreement and included in paragraph 5, subparagraphs (b), 
(c) and (d) inclusive of said agreement, and provided, further, that 
the applicant shall not consent to the abrogation of said agreement, 
nor to any change in the terms and conditions thereof without our 
formal approval. 

We further find that matters of record justify the granting of 
permission to retain excess earnings for a period expiring not later 
than December 31, 1933, upon condition that the construction of the 
line shall be completed on or before July 1, 1925. 


VALUATIONS PROTESTED 

The International-Great Northern, the Yazoo & Mississippi 
Valley and affiliated lines, and the Batesville Southwestern 
have filed formal protests with the Commission against the 
tentative valuation reports covering those properties. 

The Gulf, Colorado & Santa Fe and leased lines have filed a 
formal protest with the Commission against the tentative valua- 
tion report covering those properties. 





PETITIONS FOR REHEARING, ETC. 


The complainant in No. 14569, American Splint Corporation 
vs. Canadian Pacific Ry. et al., has asked the Commission to 
reopen the proceeding for further consideration or argument. 

The protestants in I. and S. No. 2105, stoves, ranges and 
furnaces from Michigan points to various C. F. A. points, have 
asked the Commission for reargument and _ reconsideration 
thereof. 

The complainant in No. 13694, Stetson, Cutler & Co. vs. 
N. Y. N. H. & H. R. R., has asked the Commission to grant a 
rehearing. 

The complainant in No. 14569, American Splint Corporation 
vs. Can. Pac. Ry. et al., has petitioned for the reopening of the 
case and for reconsideration by the Commission. 

The Southern Railway Company and affiliated lines have 
asked the Commission to grant a rehearing in I. and S. No. 
1563, live stock to, from and between points in the Southeast. 

The complainant in No. 14908 (and Sub-Nos. 1 to 11, incl.), 
Toberman, Mackey & Co. vs. C. B. & Q. R. R. et al., has filed 
a petition with the Commission asking for rehearing and re- 
argument. 
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BIG ROAD JUNE FIGURES 


Class I railroads with annual operating revenues above 
$25,000,000 and operating approximately 186,000 miles of road, 
had a net railway operating income in June of $56,983,363 as 
compared with $72,879,454 in June, 1923, and $336,900,850 in the 
six months ended with June as compared with $376,511,381 in 
the same period of 1923, according to the Commission’s official 
statistics on operating revenues and expenses of large steam 
roads. 

The detailed figures for June, 1924 and 1923, covering oper- 
ating revenues, expenses, net railway operating income, and 
operating ratio, follow: Net Operating 

railway ratio 
Operating Operating operating per 
revenues expenses income* cent) 
Total—Roads reported— 


1924 $392,555,544 $305,676,393 $56,983,636 77.9 
1923 457, 070, 722 354,456,033 72,879,454 17.5 
New England Region: 
Boston & Maine— 
1924 6,154,906 5,094,920 654,864 82.8 
1923 7,703,567 6,163,821 885,308 80.0 
New York, New Haven & Hartford— 
1924 10,583,870 8,287,926 1,399,568 78.3 
1923 11,949,570 9,240,100 1,620,623 77.3 
Great Lakes Region 
Delaware & Hudson— 
1924 3,732,552 2,881,225 795,144 177.2 
1923 4,454,137 3,171,909 1,155,890 71.2 
Delaware, Lackawanna & Western System— 
1924 7,101,281 5,247,980 1,341,507 73,9 
1923 8,005,941 5,662,234 1,929,721 170.7 
Erie (including Chicago & Erie) — 
192 8,998,203 7,580,687 894,296 84.2 
1923 11,034,724 8,810,826 1,567,664 79.8 
Lehigh Valley— 
1924 6,244,092 943,545 1,026,688 79.2 
1923 7,052,888 5,788,415 1,012,023 82.1 
Michigan Central— 
1924 6,823,069 4,946,693 1,298,019 72.5 
1923 8,166,682 5,316,102 2,119,456 65.1 
New York Central (including Boston & Albany)— 
1924 30,158,143 21,755,056 6,025,744 72.1 
1923 37,931,291 26,219,654 9,061,560 69.1 
New York, Chicago & St. Louis— 
1924 3,985,456 3,098,305 517,916 77.7 
1923 4,861,724 3,460,102 1,030,296 71.2 
Pere Marquette— 
1924 3,136,998 2,525,726 316,597 80.5 
1923 3,895,209 2,933,074 802,809 72.7 
Pittsburgh & Lake Erie— 2 
1924 2,217,533 1,852,210 549,517 83.5 
1923 4,339,900 2,466,515 1,887,890 56.8 
Wabash— 
1924 5,178,985 4,167,228 501,715 980.5 
1923 5,558,770 4,358,558 814,461 78.4 
Central Eastern Region: 
Baltimore & Ohio— 
1924 17,165,370 12,870,210 3,142,666 75.0 
1923 22,518,545 17,278,011 4,004,590 76.7 
Central of New Jersey— 
1924 4,543,364 3,511,655 545,801 177.3 
, 1923 5,100,892 4,188,456 587,970 82.1 
Chicago & Eastern Illinois— oe 
1924 1,787,656 1,649,227 490,353 92.3 
1923 2,226,104 2,040,687 142,486 91.7 
Cleveland, Cincinnati, Chicago & St. Louis— 
1924 6,673,570 5,338,605 803,046 80.0 
1923 7,966,671 5,680,080 1,776,848 71.3 
Elgin, Joliet & Eastern— 
1924 1,422,033 1,153,433 65,218 81.1 
1923 2,483,235 1,499,296 666,954 60.4 
Long Island— 
1924 3,179,864 2,254,466 403,745 70.9 
1923 3,229,094 2,179,018 540,077 67.5 
Pennsylvania— 
1924 51,652,768 40,895,823 5,771,095 79.0 
1923 64,387,849 51,934,851 7,926,873 80.7 
Reading— 
1924 7,210,546 5,595,099 1.337,851 177.6 
1923 9,037,861 6,029,556 2,932,994 66.7 


Pocahontas Region: 
Chesapeake & Ohio— 


1924 8,735,009 6,429,193 2,074,862 73.6 

1923 8,650,025 6,497,553 1,803,793 75.1 
Norfolk & Western— 

1924 6,764,495 5,249,812 953,862 77.6 

1923 7,881,048 6,025,069 1,589,249 76.5 


Southern Region— 
Atlantic Coast Line— 
1924 6,167,081 4,729,948 869,281 76.7 
1923 6,369,570 5,095,636 $67,519 896.0 
Central of Georgia— 
1924 1,945,128 1,675,803 175,497 86.1 
1923 2,082,494 1,750,836 240,235 84.1 


1924 11,590,831 9,565,891 1,364,269 82.5 

1923 13,440,564 11,314,654 1,394,994 84.2 
Louisville & Nashville— 

1924 10,373,401 8,474,521 1,528,826 81.7 

1923 11,220,169 9,220,047 1,421,238 82.2 
Seaboard Air Line— 


Illinois Central— 


1924 3,871,191 3,162,784 507.979 81.7 
1923 4,076,170 3,182,129 626,456 78.1 
Southern— 
1924 11,010,306 8,314,921 2,054,770 75.5 
1923 12,585,968 9,418,056 2,254,444 74.8 
Yazoo & neat Valley— 
1924 1,487,166 1,254,796 106,680 84.4 
1923 1,631,796 1,470,627 35,867 90.1 
Northwestern Region: ” 


Chicago and North Western— 
1924 12,212,190 9,900,192 1,522,986 81.1 
1923 14, 099,061 11,908,018 1,242,575 84.5 


Chicago, Milwaukee & St. Paul— 
1924 12,158,495 9,917,974 
: 1923 14,089,084 11,524,708 
Chicago, St. Paul, Minneapolis & Omaha— 
1924 2,108,908 1,854,851 
1923 2'273,195 1/997,611 


1924 8,955,612 6,297,694 

1923 10,193,006 7,806,414 
Minneapolis, St. Paul & Sault Ste. Marie— 

1924 3,677,297 3,097,998 


Great Northern— 


1923 4,315,127 3,086,791 
Northern Pacitic— 

1924 7,131,414 6,198,983 

1923 8,302,287 7,256,427 
Oregon-Washington R. R. & Navigation Co.— 

1924 2,290,884 1,819,790 

1923 2,333,292 2,096,075 


Central Western Region: 

Atchison, Topeka & Santa Fe— 
1924 14,557,016 11,908,970 
1923 16,260,907 12,902,519 


1924 2,444,637 1,906,085 
1923 2,725,222 1,992,564 

Chicago, Burlington & Quincy— 
1924 12,000,306 8,876,262 
1923 13,554, 376 11,897,475 

Chicago, Rock — & Pacific— 
924 9,431,420 7,965,085 
1938 10,202,006 8,622,611 

Denver & Rio Grande Western— 
1924 2,523,914 2,264,146 
1923 2, 725, 111 2,430,176 
Oregon Short Line— 
1924 2,659,723 1,988,665 
1923 2,947,282 2,280,173 

Southern Pacific (Pacific System)— 
1924 16,391,574 10,847,904 
1923 18,178,291 11,787,781 


1924 8,288,606 6,034,452 
1923 8,877,619 6,727,430 


Chicago & Alton— 


Union Pacific— 


Southwestern Region: 
Galveston, Harrisburg & San Antonio— 


1924 2,081,693 1,625,897 

1923 1,863,224 1,624,741 
Gulf, Colorado & Santa Fe— 

1924 1,840,468 1,655,244 

1923 1,783,129 1,822,453 
Missouri-Kansas-Texas— 

1924 2,445,562 1,764,886 

1923 2,699,884 1,952,860 
Missouri-Kansas-Texas of Texas— 

1924 1,515,302 1,197,147 

1923 1,484,248 1,224,862 
Missouri-Pacific— 

1924 9,074,115 7,456,830 

1923 9,195,092 8,239,468 
St. Louis-San Francisco— 
° 1924 6,466,888 4,733,477 

1923 6,764,804 4,995,635 
Texas & Pacific— 

1924 2,404,473 1,946,173 

1923 2,365,017 1,983,370 


The corresponding detailed figures for the 
with June, 1924 and 1923, follow: 
Total—Roads reported— 


Operating Operating 
revenues expenses 
1924 $2,420,420, 257 $1,913,557,848 


1923 2,626,301,843 2,078,863, 983 
New Englaad Region: 


Boston & Maine— 
1924 38,419,626 32.371,275 
1923 42,885,730 39,049,520 
New York, New Haven & Hartford— 
1924 62,479,940 48,797,946 
1923 65,983,463 54,136,069 
Great Lakes Region: 


Delaware & Hudson— 
1924 22,169,430 18,957,611 
1923 22,961,570 19,660,410 
Delaware, Lackawanna & Western System— 
1924 42,890,674 32,736,949 
1923 43,200,096 35,801,615 
Erie (including Chicago & Erie) — 
1924 58,323,532 48,339,706 
1923 66,946,879 55,127,795 


1924 37,320,730 30,444,160 
1923 36,280,628 34,125,271 


924 44,201,484 31,728,852 
1923 48,336,062 32,411,331 


Lehigh Valley— 


Michigan Central— 


New York Central (including Boston & Albany)— 


1924 183,133,728 139,017,215 
1923 213,976,577 160,235,269 

New York, Chicago & St. Louis— 
1924 26,948,861 20,722,565 
1993 29,020,706 20,794,336 


1924 20,321,249 16,054,311 
1923 22,264,618 16,771,201 
Pittsburgh & Lake Erie— 
1924 16,459,939 12,974,162 
1923 22,865,939 14,743,280 


1924 31,888,466 25,600,836 
1923 31,784,135 24,993,946 
Central Eastern Region: 
Baltimore & Ohio— 
1924 110,723,267 88,244,057 
1923 129,797,389 99,513,427 
Central of New Jersey— 
1924 26,800,610 22,081,245 
1923 28,539,556 23,831,990 


Pere Marquette— 


Wabash— 


1,174,556 
1,311,982 


102,741 
130,053 


1,922,900 
1,814,628 


317,107 
954,189 


687,633 
691,940 


196,601 
d44,774 
1,770,169 
2,430,989 


355,063 
525,427 


1,977,087 
709,656 


489,099 
798,673 


165,838 
322,340 


333,760 
353,742 
3,839,743 
4,635,895 


1,431,474 
1,441,301 


324,347 
166,495 


23,890 
d179,084 


546,689 
738,804 


124,317 
46,488 


981,105 
488,695 


1,412,245 
1,423,408 


81.6 
81.8 


88.0 
87.9 


70.3 
76.6 


84.2 
71.5 


86.9 
87.4 


79.4 
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six months ended 


Net Operating 


railway 
operating 

income* 
$336,900,850 
376,511,381 


3,297,421 
837,002 


8,817,071 
3,931,029 
2,760,975 
2,510,575 


7,281,604 
5,373,650 


7,166,893 
7,979,719 


5,127,045 
1,720 


9,249,225 
11,528,728 


30,831,086 
39,848,234 


3,971,931 
5,759,152 


2,509,107 
3,451,811 


4,456,152 
8,912,221 


3,127,043 
4,144,758 
15,767,477 
22,825,908 


2,041,078 
2,516,568 
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Chicago & Eastern Illinois— 


1924 12,798,388 11,515,434 233,615 90.0 
1923 14,245,495 12,357,134 1,717,299 86.7 
Cleveland, Cincinnati, Chicago & St. Louis— 


1924 42,623,775 33,181,523 6,051,329 77.9 
1923 47,859,673 35,423,325 9,405,841 74.0 
Elgin, Joliet & Eastern— e 
1924 11,571,128 8,338,784 1,665,074 12.1 
1923 14,377,518 9,296,394 3,417,407 64.7 
Long Island— ont 
1924 16,080,169 13,193,825 1,334,021 82.1 
1923 15,631,133 12,642,994 1,324,508 80.9 
Pennsylvania— 7 
1924 315,937,359 254,825,951 36,739,282 80.7 
1923 356,1 30,371 292'935, 889 41,434,469 $2.3 
teading— Ss o 
1924 46,362,289 36,406,992 8,495,565 (8.5 
1923 55,507,044 36,240,657 18,324,973 65.3 
Pocahontas Region: 
Chesapeake & Ohio— » — 
1924 51,207,885 38,775,827 11,003,539 75.7 
1923 48,264,859 37,219,351 9,428,045 17.1 
Norfolk & Western— 7 
1924 45,303,408 35,142,948 7,187,119 77.6 
1923 44,938,946 35,172,086 8,892,633 73.3 
Southern Region: 
Atlantic Coast Line— - : 
1924 30,653,345 10,707,777 68.4 


44 
5,787 30,359,919 
10,398,234 


10,193,394 069.8 


44 

- 1923 43, 

Central of aaa 2,077,237 79.1 
13 


1923 3'187,511 10,438,820 2,101,926 79.2 
Illinois Central— 
1924 75,444,192 58,849,639 12,325,782 78.0 
1923 85, 231,508 67,194,133 12,704,144 78.8 
Louisville & Nashville— 
1924 66,028,285 55,249,104 8,463,349 83.7 
1923 66,622,895 53,372,843 10,734,319 80.1 
Seaboard Air Line— e 
1924 27,560,299 21,274,653 - 330 17.2 
1923 26,915,345 21,026,408 3,501,626 78.1 
Southern— : _ 
1924 69,619,581 52,190,197 12,753,157 75.0 
1923 74,448,970 56,007,362 1 3,432,478 75.2 
Yazoo & Mississippi Valley— : 
1924 10,155,896 7,743,351 1,643,098 . 76.2 
1923 9,916,773 &,923,859 248, "478 99.0 
Northwestern Region: 
Chicago & North Western— 
1924 71,317,884 60,198,814 5,665,306 84.4 
1923 77,940,643 66,999,745 4,980,937 &6.0 


Chicago, Milwaukee & St. Paul— 


1924 74,864,975 63.848,696 1,315,219 85.3 


1923 83,677,152 69,397,910 6,669,015 82.9 
Chicago, St. Paul, Minneapolis & Omaha— 

1924 13,244,942 11,089,327 1,117,676 83.7 

1923 3,781,030 11,861,309 1,166,804 86.1 
Great Northern— j 

1924 45,677,659 36,667,963 re 101 79.0 

1923 52,543,705 45,263,936 4,291,270 86.1 
Minneapolis, St. Paul & Sault Ste. Marie— 

1924 20,904,581 17,980,353 1,246,952 86.0 

1923 23,652,491 19,126,299 2,949,655 80.9 
Northern Pacific— 

1924 42,607,448 35,671,496 5, see, 515 = 83.7 

1923 46,647,127 41,489,965 3,$ 21,643 88.9 
Oregon-Washington R. R. & Navigation Co.— 


1924 14,037,529 
1923 13,379,455 
Central Western Region: 

Atchison, Topeka & Santa F'e— 

1924 87,393,152 

1923 96,550,970 
Chicago & Alton— 

1924 14,799,507 

1923 16,367,514 
Chicago, Burlington & Quincy— 

1924 75,942,979 58,338,949 

1923 84,779,771 67,409,445 
Chicago, Rock Island & Pacific— 

1924 57,007,733 47,506,692 

1923 59,599,477 51,001,126 
Denver & Rio Grande Western— 

1924 14,450,600 12 

1923 15,299,225 
Oregon Short Line— 

1924 16,564,145 

1923 17,417,087 
Southern Pacific (Pacific System)— 


11,203,122 1,295,195 79.8 
12,499,360 d563,380 93.4 


70,341,406 11,78 
70,560,767 29,0 


we & 


,218 80. 
»243 ‘ 


) 
22 


11,791,082 


1,866,320 79.7 
12,792,081 2 


2,389,524 78.2 


10,884,618 76.8 
11,031,844 79.5 


4,017,291 83.3 
3,705,972 85.6 


,237,670 
3,774,301 


12,686,967 
13,430,244 


1,591,173 84.7 
997,285 


1,921,178 76.6 
2,267,396 77.1 





1924 91,293,484 66,692,643 16,039,882 73.1 

1923 93,803,696 66,665,396 18,477,738 71.1 
Union Pacific— 

1924 48,617,987 34,716,705 9,507,601 71.4 

1923 50,958,437 36,604,504 11,039,475 71.8 

Southwestern Region: 

Galveston, Harrisburg & San Antonio— 

1924 12,376,646 10,215,970 1,427,800 %82.5 

1923 10, 939,915 9,698,174 668,418 88.6 
Gulf, Colorado & Santa Fe— 

1924 11,794,607 10,900,314 a90,201 92.4 

1923 10,890,455 9,904,424 180,426 90.9 

Missouri-Kansas-Texas— 

1924 15,561,068 10,784, 775 4,061,879 69.3 

1923 16,755,533 12°812' 057 3,834,727 76.5 
Missouri-Kansas-Texas of Texas 

1924 9,261,243 7,321,778 661,988 79.1 

1923 9,288,977 8,038,835 d233,810 86.5 
Missouri-Pacific— 

1924 56,882,456 46,683,991 6,291,241 82.1 

1923 53,698,273 46,615,862 3,258,543 86.8 
St. Louis-San Francisco— 

1924 39,820,092 29,091,127 8,814,981 73.1 

1923 41,720,727 30,223,287 9,188,567 172.4 
Texas & Pacific— 

1924 15,391,535 12,377,311 1,761,535 80.4 

1923 14,963,007 12,888,322 828,478 86.1 


*”’ Net railway operating income”’ is derived from ‘‘Railway operat- 


ing income” modified by debits and credits arising from “Equipment 
rents” and ‘Joint facility rents.” 
d Deficit. 
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REVENUE TRAFFIC STATISTICS 


Freight revenue in May amounted to $344,046,749, as com- 
pared with $404,544,282 in May, 1923, and $1,741,754,663 in the 
five months ended with May, as compared with $1,880,387,349 
in the same period of 19238, according to revenue traffic statis- 
tics compiled by the Bureau of Statistics of the Commission 
from reports representing 177 class I steam roads, exclusive 
of switching and terminal companies. ; 

Passenger revenue in May amounted to $85,566,355,,as com 
pared with $89,966,506 in May, 1923, and $433,023,172 in the 
five months, as compared with $436,413,971 in the same period 
of 1923. 

Revenue per ton-mile averaged 11.27 mills in May, as against 
11.24 mills in May, 1928, and 11.22 mills for the five months, as 
against 11.09 mills in the same period of 1923. 

Revenue per ton per road averaged $1.99 in May, as against 
$1.96 in May, 1923, and $2.05 for the five months as against 
$2.04 for the same period of 1923. 

Revenue per passenger-mile averaged 2.985 cents in May, 
as against 2.999 cents in May, 1923, and 3.064 cents in the five 
months, as against 3.077 cents for the same period of 1923. 

Revenue passengers carried totaled 75,893,000 in May, as 
against 80,449,000 in May, 1923, and 395,649,000 in the five 
months, as against 405,369,000 in the same period of 1923. 

Revenue tons carried one mile totaled 30,517,292,000 in 
May, as against 35,994,298,000 in May, 1923, and 155,240,231,000 


in the five months, as against 169,523,983,000 in the same period 
of 19238. 





VOLUME OF TRAFFIC 


Freight traffic the first six months in 1924 was more than 
nine per cent below that for the corresponding period last year 
when freight business on the railroads was the greatest in his- 
tory for that period of the year, the Bureau of Railway Eco- 
nomics announced in a statement, continuing as follows: 

Measured in net ton-miles, tabulations of reports just filed with 
the Bureau by the carriers show that during the first half of 1924 
freight traffic amounted to 204,636,000,000 net ton miles, 20,850,000,000 
net ton miles below the corresponding period last year. 

In the Eastern District the amount of freight business handled 
amounted to 104,353,238,00 net ton miles, a decrease of 12.1 per cent 
under the corresponding period last year while in the Southern Dis- 
trict it totaled 28,974,620,000 net ton miles, or a decrease of 7.6 per 
cent. Freight traffic in the Western District totaled 71,307,947,000 
net ton miles, 15.9 per cent below the same month in 1923. In the 
Eastern District there was a reduction compared with June, 1923 of 
21.1 per cent in the volume of freight business carried, while in the 
Southern District the decrease was 13.8 per cent. Class I railroads 
in the Western District showed a decrease of 8.4 per cent. 

The average daily movement per freight ear for the month of 
June was 25.2 miles, 3.1 miles below the daily average for June, 1923, 
but 1.3 miles above the aver ‘age for the same month in 1922. The 
average was also seven-tenths of a mile below that for May, 1924. 

In computing the average movement per day, however, account 
is taken of all freight cars in service, including all cars in transit, 

cars in process of being loaded and unloaded, cars undergoing or 
awaiting repairs and also cars on side tracks for which no load is 
immediately available. In view of the fact that the railroads in June 
had daily an average of nearly 359,000 surplus freight cars and vir- 
tually no car shortage, the daily movement per car would naturally 
be less than in June, 1923, when the daily average of surplus freight 


cars Was approximately 53,850 and the daily car shortage more than 
12,000 freight cars. 


The average load per freight car in June was 26.7 tons, 1.5 tons 


below that for the month of June last year but 1.3 tons above the 
daily average for June, 1922. Compared with the average for May, 
1924, 


it was, however, an increase of three-tenths of a ton. 


REVENUE FREIGHT LOADING 


Increases in loading of grain and grain products and otf 
miscellaneous freight resulted in a spurt upward in revenue 
freight loading the week ended August 2, the total number of 
ears having been 945,731 as compared with 925,859 the pre- 
ceding week, according to the weekly statement of the car 
service division of the American Railway Association. In the 
corresponding periods of 1923 and 1922 loading totaled 1,033,- 
466 and 842,663 cars, respectively. 

Loading of grain and grain products increased from 49,961 
cars the week ended July 26 to 56,702 cars the week ended 
August 2, and miscellaneous freight increased from 336,952 to 
349,488 cars. Slight decreases were reported in the loading 
of live stock, coal and coke, and slight increases in the loading 
of forest products, ore and merchandise, L. C. L. 

Loading by districts the week ended August 2 and for the 
corresponding period of 1923 follows 


Eastern district: Grain and grain products, 8,657 and 9,824: 
live stock, 2,571 and 3,063: coal, 39,055 and 54,009: coke, 1,568 
and 3,644: forest products, 5,798 and 6,149: ore, 5,453 and 8,854: 
merchandise, L. C. L., 65.839 and 65,992: miscellaneous 92,503 and 
97,973; total, 1924, 221,444; 1923, 249,508; 1922, 194,682. 

Allegheny district: Grain and grain products, 3, 918 and 38,827: 
live stock, 2,428 and 2,596: coal, 37,935.and 58,223; coke, 3,326 and 
6,629; forest products, 3,437 and 3,433; ore, 10, 057 and 16, os 
merchandise, L. C. L., 49,932 and 49,415: "miscellaneous, 80,859 and 
82,439; total. 1924, 191, 892: 1923, 222,578: 1922, 172, 714. 

Pocahontas district: Grain ‘and grain products, 328 and 362; 
live stock, 188 and 188; coal, 28,507 and 28,984; coke, 307 and 566; 
forest products, 1,453 and 1,811; ore, 74 and 234; merchandise, 
L Cc. L., 6,913 and 6,188; miscellaneous, 4,642 and 4,820; total, 
1924, 42,412; 1923, 43,153; 1922, 27,798. 

Southern district: Grain and grain products, 3,712 and 4,914; 
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live stock, 1,790 and 2,325; coal, 16,912 and 22,187; coke, 770 and 
1,189; forest products, 22,209 and 23,302; ore, 1,100 and 2,176; mer- 
chandise, L. C. L., 37,269 and 37,654; miscellaneous, 47,728 and 
37,199; total, 1924, 131,490; 1923, 130,946; 1922, 111,819. 

Northwestern district: Grain and grain products, 9,748 and 
10,769; live stock, 7,338 and 8,214; coal, 6,024 and 10,245; coke, 
566 and 974; forest products, 14,918 and 20,181; ore, 34,358 and 
52,969; merchandise, & ©. dn, 29, 620 and 31, 162; miscellaneous, 
36,497 and 38,408; total, 1924, 139, 069; 1923, 172, 922; 1922, 151,371. 

Central western district: Grain and grain products, 23, 633 and 
17,235; live stock, 9,497 and 11,168; coal, 12,069 and 12, 758; coke, 
287 and 322; forese ks ag Py 10, 441 and 12, 398; ore, 3,191 atd 
2,885; merchandise, a: < 35, 576 and 35,398; miscellaneous, 
56, 18i and 58,109; total, 1924, 149, 875; 1923 150,273; 1922, 130,946. 

Southwestern district: Grain and grain products, 7,706 and 
5,963; live stock, 2,656 and 3,373; coal, 4,363 and 4,103; coke, 124 
and 154; forest products, 8,556 and 8,817; ore, 411 and 431; mer- 
chandise, L. C. L., 14,655 and 14,784; miscellaneous, 31, 078 and 
26,461; total, 1924, 69, 549; 1923, 64; 086; 1922, 53,333. 

Total, all roads: Grain and grain products, 56,702 and 52,894; 
live stock, 26,468 and 30,927; coal, 144,865 and 190, 509; coke, 6, 948 
and 13, 478; forest products, 66, 812 and 76,091; ore, 54,644 and 
83,565; merchandise, in CA ie 239, 804 and 240, 593; miscellaneous, 
349, 488 and 345,409; total, 1924, 945, 731; 1923, 1,033, 466; 1922, 842,663. 


FRUIT AND VEGETABLE SHIPMENTS 


Leading fruits and vegetables moved to market in lighter 
volume in the week ended August 9, approximately 18,800 cars 
of twenty products being forwarded, or approximately 350 cars 
less than the preceding week, according to the weekly state- 
ment of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. Totals from the weekly summary of car- 
lot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. Aster- 
isks (*) placed at commodity totals indicate that such changes have 
been made for one or more of the states in that group. 


Total Total 
Shipping districts Aug. July 27- Aug. this last Total 
and approximate 3-9, Aug. 2, 5-11, season to seasonto last 
=~ seasons 1924 1924 1923 Aug.9 Aug.11 season 
Apples— 
NN “c<iraidevaretorbnlaiaiolers 556 *701 804 #3322 4923 *138629 
Cabbage— 
MEE. slewauleaviviaencons 227 136 263 *17930 14019 37247 
Cherries— 
eee 110 *119 32 *2068 2471 2486 
Cantaloupes— 
MES eisaccrs- ares vino ware 1174 *758 1475 *22682 19643 *25880 
Honeydews— 
IND scverark Wiacaeigaie-aleiere 235 205 Sena De skies  sasene 
Cucumbers— ‘ 
eee 144 *180 63 *6097 5113 5692 
Grapes— 
MEN rie brcesiebiwaee 856 *507 742 *2129 1774 *65362 
Lemons— 
ME -c5 ck pom pertres 342 254 145 11531 7506 8194 
Lettuce— 
errr 528 *492 499 *24267 21919 *27713 
Mixed Deciduous Fruits— 
La eae 333 *429 503 *3268 5847 *9071 
— aceon 
SRE ee 588 *643 737 *18444 15449 23803 
oa, 
MN soins as Sowislenee 459 *425 376 *7678 6525 *29484 
Oranges— 
MEE (cgounivaecenean 501 507 633 *70616 64661 68406 
Peaches— 
SEL. «aca -aracovsiccaceve aceracons 3923 *4061 1833 *20868 16683 #33513 
Pears— 
MEL ccciaceie.sssniavadiereveve 1125 *880 1090 *429§ 5799 18460 
Plums and Prunes— 
| ES er 94 95 66 1378 2236 *6788 
Sweet Potatoes— 
EE case esa waremesices 126 *95 187 *432 426 #13940 
Tomatoes— 
ee ee er 408 *449 261 *16965 15432 24116 
Watermelons— 
a, ee ren 3570 4219 2159 *36210 26066 33010 
Potatoes— 
MONO. wicswincscassewe 3490  *4003 3071 *54369 42960 *241107 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal declined slightly in the week 
ended, August 2,” the Geological Survey says in its current coal 
report which in part follows: 


The total output is now estimated at 7,486,000 net tons, a 
decrease of 56,000 tons. In this estimate allowances have been 
made for coal coked at the mines, mine fuel, and local sales. 

Production of anthracite declined perceptibly in the week 
ended August 2. From the 32,892 cars loaded, as reported by the 
carriers, the total output is estimated at 1,720,000 net tons, a 
decrease of 117,000 tons, or six per cent. This decline reduces 
the present rate of output to 85 per cent of that a year ago and to 
a lower level than has prevailed at this season for several years, 
pes sal only 1922 and 1921 when production was curtailed by 
strikes. 

In the week ended August 2, 2,545 cars of bituminous coal and 
3,160 cars of anthracite were forwarded by all-rail routes into 
eastern New York and New England. This was an increase of 259 
cars of bituminous coal and a decrease of 278 cars of anthracite. 
The present rate of bituminous movement is about 54 per cent of 
that a year ago, and of anthracite about 80 per cent. 

Tidewater business at Hampton Roads increased sharply in 
the week ended August 2. Dumpings of soft coal over the three 
piers at that port totaled 411,156 net tons. This increase of 88,192 
tons, or more than 27 per cent, brought the rate of dumpings to 
the highest level attained since early March, and close to the 
highest record of the year. The chief factor in the improvement 
was an increase of 40 per cent in cargoes consigned to New Eng- 
land. Shipments to the “other coastwise” trade showed an in- 
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crease of nearly half the dumpings in the preceding week, and 
exports a slight gain. 

The movement of soft coal from the lower lake ports con- 
tinues to improve, and in the week ended August 3 nearly reached 
the 900,000-ton mark. According to the Ore and Coal Exchange, 
898,500 net tons were dumped, an increase of 65,897 tons, or more 
than seven per cent. Of the total dumpings, 853,216 tons were 
cargo coal and 45,284 tons were vessel fuel. Dumpings in the cor- 
responding week of 1923 totaled 1,170,216 tons. 

The improvement during the last few weeks has brought the 
current rate of dumpings to a level that compares favorably with 
that at the same date of earlier years, but the total for the season 
to date remains far below the record for active years. On August 
3, cumulative dumpings of cargo coal stood at 9.836,050 tons, a 
decrease of 35 per cent from the figure for 1923, 28 per cent from 
that for 1921, and about eight per cent from the average for five 
years immediately preceding. 

Anthracite shipments from Erie were resumed in the week 
ended August 3, and a total of 10,518 net tons was dumped at that 
port. Dumpings at Buffalo increased slightly to 161,884 tons. The 
total dumpings—172,402 tons—showed an increase over the werk 
before of 17,574, or 11 per cent. Cumulative shipments during the 
present season now stand at 1,615,994 tons, a decrease, when com- 
pared with 1923, of 14 per cent. 


EARNINGS OF RAIL EMPLOYES 


Hourly and annual earnings of railroad employes, exclud- 
ing general and division officers, by yearly average, 1916 to 
1923, inclusive, class I steam roads, have been charted as fol- 
lows by the Bureau of Statistics of the Commission: 


i916 = 100 
one 196 1917 1918 1919 1920 192! 1922 1923 





1916 1917 1918 1919 1920 1921 1922 1923 


Figures prior fo 1921 do not cover swilthing and lerminal companies. This does not appreciably affect comperison 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
July 23-31, inclusive, was 322,530, as compared with 344,892 cars 
in the preceding period, while the average daily shortage was 
150 cars, as compared with 54 cars in the preceding period, ac- 
cording to compilations from carriers’ reports completed August 
12 by the car service division of the American Railway Associa- 
tion. 

The surplus was made up as follows: Box, 121,739; ven- 
tilated box, 1,692; auto and furniture, 15,303; total box, 138,734; 
flat, 5,058; gondola, 67,130; hopper, 79,710; all coal, 146,840; 
coke, 3,412; S. D. stock, 12,308; D. D. stock, 3,192; refrigerator, 
12,245; tank, 60; miscellaneous, 681; total, 322,530. 

The shortage was made up of 94 box, 43 flat and 13 gon- 
dola cars. Canadian roads reported a surplus of 24,200 box, 
1,025 flat, 2,400 S. D. stock, and 1,100 refrigerator cars. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of railways of Canada for 
April, 1924. 
COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS. 


April, 1924 April, 1923 March, 1924 
Provinces. Tons Tons Tons 
Prince Edward Island ........... 6,927 8,379 9,484 
IE Soc awewinedinmsareeninn 608,357 537,856 602,222 
PHO TRPUMBWICE ioccccccevcccees 277,639 340,772 347,687 
RE a Satara matsloeine aiewsenieG ee 1,162,728 1,571,603 1,459,168 
ae eer rr 3,372,464 4,284,363 4,141,173 
CN Bo caccco we beed ens Shee set 275,239 352,005 342,630 
ON, oa sieieeccinls webwibiormn 392,726 425,580 378,739 
| SE SE ere eee 517,853 399,078 719,296 
Pe eee rer 393,612 417,853 418,200 
Tetel for Camada ...0...06.¢ 7,007,545 8,337,489 8,418,593 
Products. 
PE hin pc s'b ose syawnersen 1,469,188 1,562,680 1,869,746 
GEE Sao Gnd wis ag wischieeaaien twioey 264,722 256,285 262,934 
eee 2,061,336 2,765,197 2,589,921 
ae eae 1,280,082 1,399,014 1,732,558 
Manufactures and miscellaneous. 1,932,217 2,354,313 1,963,434 
Great ete! <.sccccss pindio em 7,007,545 8,337,489 8,418,593 






































































































































































































































































































































































Commodities 
Wheat . 


ee 





Other grain 
EE eRe aniridld anes eoaeesares 
Other mill products............ 
Hay and straw 
MEE. idaemieiccvieeslnccv odsecanee 
MIO GTUOMEEY 6vdic ccc cecisecsweee 
Other fruit (fresh) 
I har ce eer Rese oa-e'bibcosecenere 
Other fresh vegetables ........ 
Other agricultural products .. 


Total 


I | etedeaniubwdvcewewd euenmen 
CMCEIO OMA CRIVES 2..csccccccecs 
Sheep 
eS ee eee 
Dressed meats (fresh) ........ 
Dressed meats (cured or salted) 
Other packing house prvducts.. 
SN - aid alas ora ui viawinla Dns o-orns tr 
DEE cidade meg ecined soca semana 
Butter and cheese 
PN cided ites dees b:0:t.c'u Gra-eieacelaineiand 
Hides and leather ............+. 
Other animal products 


Total 


eee ee 


Anthracite coal 
EOICUTINOUS COA! 2c ccccccccccucs 
PE ON acecevcececewnsewanne 
NE Bla Rie Air acer tasig ip niakwiacuia ai wie warciw'e 
Iron ores 


ot > ee 


Base bullion and matte......... 
Clay, gravel, sand, stone 
eee 
Slate—Dimension or block stone 
Crude petroleum 
Asphaltum 
_. ee ere 
Other mine products 


MUD, idbwieactedaneacansweawnt 


Logs, posts, poles, cordwood.... 
Ties 


Lumber, timber, box shooks, 
WERVOS, TORGINE 2... ccvcevees 
Other forest products 





Refined petroleum and its prods. 
REED nvccucamemadas we oicieeoewexeroe 
Iron, pig and bloom ............ 
Rails and fastenings ........... 
Bar and sheet iron—Structural 
iron and iron pipe .......... 
Castings, machinery and boilers 
NN, ork Oe wk ge barceedwnee at waw es 
Brick and artificial stone....... 
Rete GRE WINMET occ ccccccccesce 
Sewer pipe and drain tile....... 
Agricultural implements and ve- 
hicles other than autos .... 
Automobiles and auto trucks... 
Household goods 
eer ee 
EGUGE DOVGTOROE 2.00 ccescceces 
Fertilizers, all kinds ........... 
Paper, printed matter, books... 
LB eer ere eee 
Fish (fresh, frozen, cured, etc.) 
ee ere 
Canned goods (all canned food 
products other than meats) 
Other manufactures and miscel- 
Pete eee 
Merchandise 


Sete weet eet eee 


Grand total 


Commodity Group 
Agricultural 
Animal 
Mine 
Forest 
Manufactures and miscellaneous 


Total 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS 


AGRICULTURAL PRODUCTS 
Total Freight Originated 


————_- Originated - 
Received from Foreign 








For 
Month 
Tons 
570,977 
55,656 
175,153 
36,411 
28,349 
10,629 
10,074 
218,860 
134,02 
80,352 
6,379 
8,745 
27,188 
43,008 
18,232 
45,146 


1,469,188 


PRODUCTS 


9,026 
62,281 
1,980 
27,674 
48,790 
24,760 
25,887 
3,990 
22,410 
14,255 
2,916 
11,918 
8,835 


264,722 


MINE PRODUCTS 


Loaded Connections Destined to 
at Sta- 
tions in Canadian Foreign 
Canada Points Points 
Tons Tons Tons 
558,828 306 11,843 
10,230 15,700 29,726 
138,721 1,621 34,811, 
34,292 45 2,074 
3) | rr 1,174 
10,597 Porrees 32 
8,100 857 1,117 
165,246 ite * 50,433 
77,522 3,005 53,502 
76,357 686 3,309 
512 3,699 2,168 
2,624 1,691 4,430 
1,547 17,163 8,478 
35,078 138 7,792 
3,651 5,865 8,716 
12,652 14,143 18,351 
1,163,132 68,100 237,956 
ANIMAL 
8,394 99 533 
61,371 37 873 
1,344 11 625 
ae —t—“it«— WH 2,013 
11,501 3,192 34,097 
3,911 6,750 14,099 
2,144 3,240 20,503 
214 32 B,744 
2,418 42 19,950 
2,866 7 11,342 
743 687 1,486 
4,514 1,840 5,564 
3,163 1,309 4,363 
128,244 17,286 119,192 
8,190 274,726 117,945 
601,646 401,525 15,973 
19,576 331 give aer 
10,019 41,001 1,224 
207 See °° arerasare 
182,748 7,884 4,363 
5,030 aia 2,107 
165,960 23,485 25,633 
10,440 3,552 15,108 
7,496 51,384 se cael 
3,125 1,132 1,128 
12,780 7,879 6,390 
24,896 2,872 3,277 
1,052,113 816,075 193,148 


400,861 
1,019,144 
19,907 
52,244 
511 
194,995 
7,137 


2,061,336 


FOREST PRODUCTS 


260,392 


1,718 4,831 

15,447 552 1,889 
396,853 65 1,857 
457,449 80,130 70,889 
32,981 2,676 2,353 


35,141 81,819 


MANUFACTURES AND MISCELLANEOUS 


69,135 47,425 14,811 
26,475 10,863 32,927 
24,706 11,001 7,809 
19,850 481 4,671 
44,488 53,259 24,633 
18,516 7,568 19,926 
61,361 176 939 
50,849 9,977 2,833 
32,452 1,945 2,262 
6,397 336 644 
10,544 2,276 10,669 
20,951 9,196 93,570 
9,985 689 753 
2,502 201 4,145 
14,793 2,228 906 
26,406 8,286 6,130 
111,014 2,026 35,750 
86,757 1,846 10,475 
2,939 206 376 
122 141 57 
7,575 2,215 12,947 
268,382 70,886 - 188,509 
198,397 25,615 73,037 


1,114,596 


268,842 548,779 














266,941 
17,888 
398,775 


558,468 
38,010 


1,280,082 





131,371 
70,265 
43,516 
25,002 

122,380 


46,010 
62,476 
63,659 
36,659 

7,377 
23,489 


123,717 
11,427 


22,737 


527,777 
297,049 








Cumulative Total 


To 
Date 
Tons 

3,028,796 
326,205 
880,901 
189,038 

72,432 

32,288 

62,652 

1,006,839 
581,289 
436,027 

36,609 

81,961 
105,612 
161,167 

82,764 
202,328 


7,286,908 


34,320 
226,800 
11,313 
125,183 
197,275 
96,161 
133,945 
23,822 
46,532 
49,965 
14,861 
56,749 
37,173 


1,054,099 


1,950,906 
5.091,096 
145,119 
282,379 
4,950 
731,974 
35,889 


542,587 
106,695 
166,663 
14,240 
91,104 
129,833 


9,293,435 


1,263,687 
69,965 
2,027,859 


2,061,186 
187,495 


5,610,192 


395,307 
303,113 
170,925 
125,511 
420,658 


168,373 
152,861 
187,540 
113,884 

21,286 


76,986 
434,738 
29,832 
24,424 
61,002 
137,586 
590,138 
433,343 
32,290 
1,351 


92,964 


2,085,404 
1,079,087 





Increase 
Over 
1923 

Tons 
529,901 


25,605 


2,508 


*853 
*5,915 
*3,048 

*745 

*12,075 


5,352 


56,307 


*1,023,839 
*992,307 
13,005 
*99,536 
*16,411 
54,406 
17,032 


114,260 
*38,222 
86,169 
*4,502 
*18,920 
25,174 


*1,883,691 


609,875 


*103,734 
*87,225 


545,894 








19,221 
*220,731 


*44,676 
14,311 


4,369 


*22,679 
*261,026 
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-Terminated-——— 
Unloaded Deliv- 
at Sta- ered to 
tions in Foreign 
Canada Connections 
Tons Tons 
* 495,653 144,656 
20,425 31,352 
158,831 52,540 
35,284 4,706 
25,221 10,027 
8,960 1,223 
7,468 2,987 
81,248 162,064 
47,547 79,436 
34,166 48,824 
3,730 2,524 
3,040 5,244 
18,261 8,574 
21,614 21,793 
7,975 12,442 
20,215 22,229 
989,638 610,621 
9,193 735 
55,860 6,666 
1,851 634 
26,136 2,147 
11,134 36,444 
2,380 20,990 
2,641 22,918 
215 3,767 
2,247 19,851 
2,550 11,522 
1,015 ,50 
4,561 6,969 
3,564 4,919 
123,347 139,065 
253,200 120,329 
896,522 16,824 
17,865 Salcaers 
47,506 2,136 
385 62 
171,871 9,897 
078 2,469 
175,242 47,624 
13,205 13,766 
Ek : re 
4,793 1,195 
18,768 5,967 
7,006 16,417 
1,669,418 236,686 
242,143 36,507 
9,352 2,970 
254,871 192,950 
292,573 293,383 


21,735 
820,674 





108,007 
32,419 
30,867 

3,807 
80,066 


23,519 
53,868 
58,932 
31,044 

7,438 


8,651 
21,627 
10,019 

2,853 
13,125 
33,691 
25,260 
25,879 

2,055 


156 
6,420 


300,995 
204,107 


1,932,217 7,138,603 *575,973 1,084,805 
4,621,207 1,205,444 1,180,894 7,007,545 30,383,237 *931,858 4,687,882 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED (Per Cent) 
Total Loaded at —-Received from Foreign Connections-— Unloaded at 
Freight Stations -—-Destined to-—— Stations 
Carried in Canadian Foreign Total in 
Canada Points Points Canada 
dig ewaees 20.96 16.60 .97 3.39 4.36 14.12 
ease wm aca teeta oe 3.78 1.83 25 1.70 1.95 1.76 
regalia g alae ween 29,42 15.01 11.65 2.76 14.41 23.82 
arate dies prwieiwalee werd 18.27 16.60 0 1.17 1.67 11.71 
cesveutewowseued 27.57 15.90 3,84 7.83 11.67 15.48 
alarcaataevaien wee 100.00 65.94 17.21 16.85 34.06 66.89 


*Decrease, 


7,477 
533,287 


16,313 
35,950 
7,835 
5,015 
29,099 
20,796 
1,616 
5,614 
2,902 
710 


16,633 
100,888 


14,641 


251,822 
77,294 


818,567 
2,338,226 





Delivered to 


Foreign 


Connections 


8.71 

















. 7 


735 
3,666 

634 
2,147 
3.444 
1990 
2.918 
767 
851 
522 
503 
969 
919 


),065 


),329 
} 8.24 
2,136 

62 
),897 
469 


624 
766 
1195 
967 
417 


}, 686 


507 
970 
', 950 


383 
ATT 


}, 287 


313 
, 950 
1835 
015 
),099 


,796 
,616 
614 
902 

710 


633 
}, 888 
141 
315 
261 
,908 
,o70 
880 
,457 

107 


641 


822 
294 


,567 


226 


il to 
L 
ns 
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Originated Total Freight Originated Terminated——— 
Received from Un- Deliv- 
Loaded Foreign Connections —Cumulative Total— loaded ered to 
at Sta- Destined to——. Increase at Sta- Foreign 
tions in Canadian Foreign For over 1923 tions in Connec- 
Canada Points Points Month To Date (Decrease—) Canada tions 
PRODUCTS * Tons Tons Tons Tons Tons Tons Tons Tons 
PRINCE EDWARD ISLAND 
errr Sae-  0t(ié«‘CG Rw: «= (it(‘é‘“‘ MR RS 3,166 13,640 5,627 Ree SO (Rctreewins 
SE cinbinntbnesubukaih wiki 7. = ‘Sexiness 446 1,773 172 Roe: 
EE Madie Ci nseww Ve OOwade earners oe = =—=—i(‘(iéww ern: «= aire 195 726 —_ 215 eS 
eee Ae eee 629 3,485 1,766 a as 
Manufacturers & Miscl. ...... Or he a ee ee 2,491 7,667 -- 234 Re eae 
NN oa gran sirens Sew wie euGeris Roe 86 t(ié‘Slsgrereeonse, «=, Saeeteere 6,927 27,291 7,116 ae sewsabars 
NOVA SCOTIA 
Agricultural ........ssecseeees 4,643 es 8 seravken 5,049 61,741 652 20,676 11,125 
BEE sapevnkydaereuiwnessaies 1,032 Om ese 1,039 3,328 566 2,608 1,078 
NIM sith ciate Rataheceyeiolaeareietesestcaters 468,476 2 Aapkaate 468,502 1,325,548 — 302,553 Oe 
NE Bennetts Saranac Sees —-—:*C«“C Le | aoe 55,690 182,575 13,983 28,571 24,282 
Manufacturers & Miscl. ...... 73,824 BOOS ne ttmiacsors 78,077 228,497 — 60,917 65,774 8,903 
RON oss carecied ab cee te va auniewe 603,665 Oe ren 608,357 1,801,689 — 348,269 551,572 45,388 
NEW BRUNSWICK 
PSOE aio o-0:.0:6:0:6:inreeinlergine.0 21,937 2,000 6,372 30,309 140,508 6,122 32,414 63,666 
GROMMET stv iasbco skis re Ser oaindiate ocine 568 431 48 1,047 6,658 1,961 2,303 7,306 
BNE  Hiwiwcdesaascdeecnasiemecca's 20,128 1,470 1,118 22,716 101,190 — 20,568 32,465 3,000 
RE cc.uplenoie awe ecaeean ee 141,026 182 1,447 142,655 631,333 113,010 36,369 60,413 
Manufacturers & Miscl. ...... 44,485 27,301 9,126 80,912 313,718 23,450 39,768 13,425 
PERI che Said niaiesroaiermmewia-a ewieee 228,144 31,384 18,111 277,639 1,193,407 120,053 143,319 147,810 
QUEBEC 
Agricultural ......0ccssscevcecs 94,132 10,810 3,262 108,204 558,056 89,522 121,506 122,797 
BEE grncesverdieacnsendtenntn 8,379 1,380 835 10,594 42,245 — _ 4,902 21,607 26,792 
Mo iorsie ox Handi oe nekowciceeeee 70,461 135,484 31,474 237,419 1,166,588 — 666,824 180,391 11,706 
PN as ds Sica ciin BUnlae 4 aco catere chi oie pret 375,308 2,478 1,108 378,894 1,573,972 167,619 221,196 182,170 
Manufacturers & Miscl. ...... 322,773 37,030 67,814 427,617 1,628,917 17,520 265,108 114,636 
I ica or os con occas aise Scan giale/oreratats 871,053 187,182 104,493 1,162,728 4,969,778 397,065 809,808 458,101 
ONTARIO 
ee ee 302,019 44,198 227,902 574,119 3,001,768 — 137,243 493,548 284,278 
POMEL |g ccordi oie rei eiseals ain Seles ee 57,133 15,282 117,963 190,378 768,434 20,479 49,394 100,244 
MN oa gr ace ein calories 296,940 627,311 160,556 1,084,807 4,949,976 — 867,862 738,147 209,471 
Le Re RE ke cee 278,571 30,495 66,970 376,036 1,910,668 179,673 309,995 207,764 
Manufacturers & Miscl. ...... 505,875 172,767 ° 468,482 1,147,124 4,287,201 — 519,273 491,425 668,998 
ME a. ci ccetatacarere: averwie.e aseleve Arerecavonere 1,440,538 890,053 1,041,873 3,372,464 14,918,047 —1,324,226 2,082,509 1,470,755 
MANITOBA 
REO 56 66052 ocdeccccians 106,492 4,373 2 110,866 485,488 — 171,551 103,150 1,490 
pS eer error er 21,960 ern 21,971 79,681 12,137 20,610 1,237 
PN seo Sed ace ans dtvimiaidingla’Daieareiers 19,875 4 ee 28,483 144,889 3,593 ae 60—0CéCité«C 
WONG. ccaseks caetesiosins eeuclaas 47,850 1,305 15 49,170 346,633 41,306 36,030 1,215 
Manufacturers & Miscl. ...... 50,291 (ere ee 64,749 208,860 — 61,225 66,156 3,417 
NIE oc cvaratcia cutee. 2\u selsieie ie ereia-civ ek 246,468 28,755 16 275,239 1,265,551 — 175,740 272,608 7,359 
SASKATCHEWAN 
FERPTOTNCITL ooo esc icicc ese cceenws 299,526 1,290 ; 145 300,961 1,233,538 69,911 35,978 580 
EM eke ee ce wealormney ne wissen 10,954 me «6° > Seanees 10,978 39,925 i | 4,694 1,303 
ee er 7,905 eae 0t(“‘é‘«CG NG eG 26,085 112,566 6,376 60,089 204 
MONI. cia as inp wierdi ere ratele-oaie'ginine.e7el 12,655 261 64 12,980 63,378 5,825 27,903 35,426 
Manufactures & Miscl. ...... 33,253 6,496 1,973 41,722 143,206 — 15,083 59,687 1,125 
a ceainncrs Satie ecient 364,293 26,251 2,182 392,726 1,592,613 74,140 188,351 38,638 
ALBERTA i 
pS ee ee 324,171 S- ii aeosers 324,252 1,729,717 1,065,064 Bien. | i(s‘sCcH Sw 
DE Diwiews G05 bee eee as eeaees OO, eee ee 26,070 101,615 22,510 | sc 
EE ror gras acsrero pick oaie-oln: hore afare wi ainte 74,458 17,712 92,170 935,886 — 17,397 80,893 47 
NINE «= cto cacauarercvermie eters yieracanccexetoceierm ne 25,057 117,870 43,128 Se 
Manufacturers & Miscl. ...... 47,413 2,891 50,304 160,024 22,142 53,901 13 
NIL. aisinitiinitence eo ease wae ven. 497,169 per ore 517,853 3,045,112 1,135,447 233,387 60 
BRITISH COLUMBIA 
pS eee 7,046 4,942 274 12,262 62,452 — 2,499 129,824 126,685 
Animal 1,702 151 346 2,199 10,440 195 8,193 1,105 
Mine 93,675 Te 0ti(ié‘« 100,959 556,066 — 18,241 94,804 12,258 
Forest 226,336 420 12,215 238,971 780,278 — 20,416 126,240 22,017 
Manufactures & Miscl. ...... 34,191 3,646 1,384 39,221 160,513 17,647 38,629 8,050 
AUG Sccacgdecnenoumadenlcey 362,950 16,443 14,219 393,612 1,569,749 — 23,314 397,690 170,115 








CANADIAN OPERATING STATISTICS 


The statement of operating revenues, expenses and Statis- 
tics of Canadian railways for May shows that the decline in 
railway revenues noticed in April continued. The total op- 
erating revenues for May, 1924, amounted to $35,708,117, as 
against $37,062,525 for the corresponding month of 1923, a 
decline of $1,354,408. 


Freight revenue showed the largest contraction. The 
shrinkage here was $1,565,727, while the passenger revenue only 
fell $259,661. Other sources of revenue showed a betterment. 


Operating expenses amounted to $33,496,308, as compared 
With $32,845,555 for May, 1923. Expenditures for maintenance 
of way and structures increased $1,068,134 and maintenance of 
equipment and traffic also show increases. Transportation gave 
a decrease of $716,570. The ratio of operating expenses to reve- 
nue increased from 88.62 per cent in May, 1923, to 93.81 per 
cent. 

The total amount of the pay roll was $20,524,241, as com- 
pared with $22,023,161 for the corresponding month last year 
and the number of employes decreased from 172,504 in 1923 
to 172,187 this year. 

The net operating revenues and operating income for the 
first five months of 1924 were higher than for 1923, being 
$14,264,881 and $12,434,369, respectively, as against $9,066,503 
and $8,637,319 for the month of May. 

The Canadian National Railways showed an_ operating 
deficit of $433,895, as against a net for May, 1923, of $928,190. 





Revenues were lower than last year by $856,784, or 4.9 per cent, 
and operating expenses were greater by $505,301, or 3.1 per 
cent. Maintenance of way and structures expenses were in- 
creased $787,714 and maintenance of equipment by $16,049. 
Transportation expenses, however, were reduced by $487,721, 
or 5.8 per cent, with an increase in freight traffic of 3.2 per 
cent and a slight increase in passenger traffic. 


Freight revenues showed a decrease of $1,064,339, or 8.3 
per cent, and passenger revenues a decrease of $149,572, or 
5.6 per cent. Train loading was heavier by 683 net tons and 
.4 cars and car loadings were heavier by half a ton. The whole 
system, including the lines in the United States, showed an 
operating deficit of $255,322, against a net operating revenue 
of $1,908,416 for May, 1923. 


The Canadian Pacific showed an increase in revenue freight 
traffic of 10.2 per cent, but passenger traffic fell off 4.4 per cent 
compared with May, 1923. Freight revenues were heavier by 
$181,897, or 2 per cent, and total revenues increased by $272,078, 
or 1.9 per cent. Operating expenses were also increased $340,- 
183, or 2.8 per cent, mainly from increases in maintenance 
expenses. 


The total pay roll was increased by $198,136, or 2.6 per 
cent, for an increase of 1.2 in the number of employes. Freight 
trains were loaded heavier by 26.1 net tons and .5 freight car. 
The average load per car was also heavier by 1.6 tons. 

The totals to date show an increase in revenues of $4,305,- 
577; in expenses of $2,822,914; and in net operating revenue 
of $1,482,663. 
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The ERIE RAILROAD maintains agencies in 
many important cities throughout the United States 
so as to render the best possible service in looking 
after traffic and transportation matters for ship- 
pers and receivers. Cail on the nearest repre- 
sentative for assistance. 
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a Penveececensersseseaseae ON LINE REPRESENTATIVES 
TEN - RTH CAROL 
ae Akron, O. W.R. Busenbark, G.A. 
an CHAS. PATTON, GENL. AGT. | Bradford, Pa. J.C.Motfatt, D.F.A. 
ee re Buffalo, N.Y. E.M.Kain, G.F.A. Buffalo District 
‘ Chicago, Ill. J.G. Hill, G.FLA. 
OUTH CAROLINA Cincinnati, Cc.P.Morse, G.F.& PA 
’ Dayton, O. C.L.Farreil, D.F. & P.A. 
GEORGIA Elmira, N.Y. A.W. Micheibach, D.F.A. 
Huntington, Ind. J.H.Hackett, D. F.A. 
Jamestown, N J.A.Cleveland, G.A. 
Marion, O. A.R:Tennis, D.F.A 
Meadville, ¥ E.W.Vail, D.FA. 
Newark, N. J H.B.R. Potter, G.A. 
New York, N. ¥. G.R. Wheeler, G.E.FA. 
Paterson, N. J. F; D. Hartnett, D. FLA. 
Rochester, N.Y. B.C.Wedd, D. F. A. 
Scranton, Pa. T.E.McAndrews, D.F.A. 
Youngstown, O. J.J. Foley, D.F.A. 
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CHAIRMAN CARVELL DEAD 


The Trafic World Ottawa Bureau 


F. B. Carvell, chairman of the Railway Commission of Can- 
ada, died suddenly August 9 at his home in Woodstock, New 
Brunswick. He had been prominent in politics for the last 
twenty years, being an active leader in the Liberal party. In 
1917 he entered the Union government, which was created {o 
put through conscription and other war measures. In August, 
1919, he resigned from the government and succeeded Sir Henry 
Drayton as chairman of the Railway Commission. He served 
on this body, which has complete control of all railway prob- 
lems in Canada, with great distinction. 

It is thought certain that a successor will be appointed 
by the government before September 17, when the Crow’s Nest 
Pass discrimination case is to be heard. The chairmanship 
has been filled hitherto with distinguished lawyers and the 
requirements include ten years’ practice before the bar. 


CANADIAN CAR LOADINGS 


A decrease of 698 cars is noted in the returns for Canadian 
car loadings for the week ending August 2 in comparison with 
the preceding week. Grain loadings in the western division 
fell off 238 cars and decreased 342 cars in the east. Coal load- 
ings in the eastern division were less by 338 cars. Pulpwood 
increased 27 cars, pulp and paper fell off 35 cars, while mer- 
ehandise .declined 22 cars. The total decline in. the east was 
762 cars and the increase in the west was 64 cars. Compared 
with the corresponding week of 1923, car loadings were less 
by 2,554 cars. : 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 


RAILWAYS 


Total for Canada 





For the week ended 
1924 








July 19 = 2 ie. 2 

Commoditv Cars ‘ars Cars 
Grain and grain products..........+sseeee 4,944 4,279 3,699 
MU GUO 6 odlocedcccreeaccdaseguadacmones 1,974 2,149 2,182 
ES oot a a neeaen eee reese we be RR SOTO eae 4,798 5,022 4,677 
ot bole ann a ps an Le wlerniieaas 204 176 151 
EE RE ee CT Te 4,059. 3,534 3,653 
re rrr err er err re 1,871 2,059 2,048 
Pulp: ANA PAVE 6c. cecccccccvcessseveseeses 1,681 1,765 1,706 
Other forest products........ccsccccccccvee 2,406 2,160 2,203 
ar PR casita ror Gralh aia EWES EO RO ORRRES 1,483 1,485 1,412 
Merchandise, Le. C.. Lic ccc ccvccvcccesecvcce 15,416 15,005 15,137 
PRISCOMATIOOGS (oo ciccceecve creer rrseesccees 12,807 12,002 12,070 
Wotal care WGGCE  oécvcaccccsiccccvece WhjOee 49,636 48,938 
Total cars received from oe ass 27,561 27,564 27,572 

tal cars loaded for corresponding week, 
ve o_o Lepadllesscne: alae - Cates 51,077 51,366 51,492 
Cumulative loading to date—1924 elise merneraie ela ead aeadl ae emisiaaens 1,653,844 
1 


Re ee a 1,541,519 
{ 


BRastern Canada Western Canada 
For the week ended 
July 19 July 26 Aug.2 July19 July 26 Aug. 2 




















Commodity Cars Cars Cars Cars Cars Cars 
Grain and grain products 1,997 2,275 1,933 2,947 2,004 1,766 
ee 989 1,016 1,065 985 1,133 4,497 
+ MERRIE Serre 4,099 4,283 3,945 699 739 732 
ID | inic'vole We pike waiele,aiuid 202 173 148 2 3 3 
ON EO Ene 2,931 2,687 2,658 1,128 847 995 
PM Scccicsoensvens 1,772 1,909 1,936 99 1590 112 
Pulp and paper........ 1,571 1,658 1,625 110 107 83 
Other forest products.. 1,292 1,166 1,068 1,114 994 1,135 
ME Nie astadieaneedwewa ee 1,025 948 925 458 537 487 
Merchandise, L. C. L...11,492 11,294 11,272 3,924 3,711 3,865 
Miscellaneous .......... 10,060 9,099 9,173 2,747 2,903 2,897 

Total cars loaded...37,430 36,508 35,746 14,213 138,128 13,192 
Total cars received 

from connections...... 25,445 25,283 25,150 2,116 2,281 2,432 
Total cars loaded for 

corresponding week, 

. eer 37,367 37,464 37,675 13,710 18,902 13,817 


Corrections: In last week’s report cars 
tions in Western Canada should be 2,281. 
eonnections, 27,564. 


received from connec- 
Total cars received from 


GRAND TRUNK PACIFIC INTEREST 


Holders of Grand Trunk Pacific perpetual debentures, on 
which interest has not been paid since the Grand Trunk Pacific 
was placed in receivership in 1919, are to receive full payment 
of interest this year, according to an announcement by Graham 
Bell, Deputy Minister of Railways and Canals. 

The announcement came as a surprise, because, earlier in 
the year, at the time the annual railway statement was brought 
down, George Graham, Minister of Railways, announced that 
there would be only $322,803 available for the debenture hold- 
ers. This would have amounted to about one per cent. These 
perpetual bonds are outstanding to the amount of $34,789,252 
and the annual interest payment is $1,395,170. 


PROTEST FROM BRITISH COLUMBIA 


Letters of protest have been sent to the government from 
the province of British Columbia as a result of the failure to 
obtain a reduction in railway rates on goods shipped from 
Toronto to Halifax for ocean carriage to Vancouver, via the 
Panama Canal. The Pacific province desires the rates to be 
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reduced to a level with the rate between Toronto and New 
York. The government has informed the western interests 
that it is not possible to get the reduction desired. 





SIR HENRY ASKS FOR BOATS 

Sir Henry Thornton, president of the Canadian National, 
announced in a speech at Prince Rupert that he will ask the 
government to authorize the construction of two ships to be 
operated between Alaska and British Columbia ports. He de- 
clared that the National Railways should get a larger share 
of the tourist traffic that flows north each summer, If the gov- 
ernment accedes to his request one of the boats is to be laid 
down at Prince Rupert at once and to be put into commission 
next year. The second boat would be constructed in 1925. 


OCEAN RATES CONTINUE UPWARD 


The Trafic World New York Bureau 


; Further improvement was noted in the ship charter market 
this week, confirming the turn for the better indicated in pre- 
vious news. Grain rates showed a uniformly upward trend, 
and while other trades were quiet the undertone was firm. 
Shipowners seemed disposed to await better figures before com- 
mitting their ships. As shippers, in a number of instances, 
were reluctant to admit that the market had turned, the result 
was a smaller business in fixtures than in the preceding week. 

Settlement of the reparations problem on the Dawes plan 
had a strong effect and was probably responsible for the better 
sentiment. It is expected that the United Kingdom and Con- 
tinental routes will soon show the result in increased business. 

Walter Moore, of Lunham & Moore, export freight brokers, 
expressed the conviction that the full cargo market is harden- 
ing and that the upturn in rates will continue. He said there 
is a better inquiry for shipments, that most of the grain busi- 
ness at Montreal on regular liners has been cleared up and 
demand for tramp ships will become more pronounced. 

The grain market showed a sustained activity, though busi- 
ness was confined largely to Gulf and Montreal shipments. 
Most of the traffic from Atlantic ports was on regular liners. 
Gulf rates advanced again for August and September loading 
to 16 and 16% cents a 100 pounds to the Continent and about 
17 cents to the United Kingdom, while one ship was placed 
at 18 cents in late trading. Several vessels were fixed from 
Montreal to the Mediterranean at 16 to 16% cents for August 
and September, while later in the week a vessel was fixed from 
Montreal to the Mediterranean, with option of Greece, at 18% 
cents to 19% cents. There was also considerable demand for 
Montreal-United Kingdom space at two shillings nine pence 
to three shillings a quarter of 480 pounds for both August 
and September. 

Funch, Edye & Co., in their review of the trade, say that 
“the general trend seems toward a rising market in the near 
future.” 

Coal freights were quiet, and generally did not respond 
to the advancing tendency in grain, although shipowners were 
less disposed to fix their vessels at prevailing rates. Two ves- 
sels were closed for Rio at $3.15 and $3.25 a ton, September 
loading, the same rate level as before. 

The lumber and sugar markets were practically unchanged. 

The American-Hawaiian Line announced a revision in its 
intercoastal schedule which will cut down the time in the 
Philadelphia service by one week westbound and the Boston 
service by three or four days eastbound. 

The present weekly service westbound will be continued 
from Boston, Philadelphia and New York, but the departure 
days will be changed to Wednesday from Boston, Wednesday 
from Philadelphia and Saturday from New York. The new 
schedule will begin with the S. S. Panaman from Boston on 
August 20, Philadelphia on August 27, and New York on Au- 
gust 30. 

The revised schedule eastbound will begin with the S. S. 
Virginian from Puget Sound on September 17, Portland Sep- 
tember 24, San Francisco October 1, and Los Angeles October 4. 

South American steamship lines report that after September 
1 the rate on coffee from Rio to New York will be increased 
from 70 to 75 cents a bag on passenger vessels and from 60 
to 70 cents on freight ships. 

The deadlock in the eastbound committee of the Inter- 
coastal conference over Hawaiian transshipment traffic, in which 
the question of shifting vessels at San Francisco for less than 
500-ton lots of canned pineapples was the main issue, has been 
broken by an ultimatum from one of the companies that it 
would quote a rate of $13.75 and shift for any quantity, holding 
that the conference had no jurisdiction. Several other com- 
panies followed this lead. 

The City of Alameda and the Alameda Chamber of Com- 
merce are preparing a request to the U. S. Intercoastal Con- 
ference to designate that port a primary terminal, to have ter- 
minal rates regardless of whether the ships made direct calls. 
Los Angeles, San Francisco, Oakland, Portland, Seattle and 
Tacoma are now in this group. Alameda will become an inter- 
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coastal port next month when the Encinal Terminal starts 
operation. 

Members of the New York Freight Forwarders’ and Brokers’ 
Association are in favor of the action of the steamship con- 
ferences in refusing to pay brokerage fees to any firm or indi- 
viduals subsidiary to consignees or shippers. 

Ernest M. F. Wye, of Meadows, Wye and Company, has 
written to the steamship organization saying that their action, 
effecive August 15, will put an end to indirect rate rebates, and 
will favor small shippers against the larger concerns which 
have been able to get rebates through maintenance of subsidiary 
brokers. Among the shippers which have made use of this 
practice are said to be large producers of sugar, tobacco and 
machinery. The United States Steel Corporation and the In- 
ternational Harvester Company, it is learned, have long refused 
to deal with any but bona fide brokers, regarding the subterfuge 
practiced by some other concerns as a violation of the shipping 
act of 1916. 

Members of the Atlantic and the Gulf-Far East Conferences, 
meeting in Montreal September 10 with the Pacific Westbound 
Conference, will undertake to reach a more satisfactory arrange- 
ment regarding joint action on important questions. The prin- 
cipal complaint here is that while the eastern lines can reach 
a decision in one day, delays of two or more weeks are fre- 
quent on the Pacific Coast. 


their services from Philadelphia and Wilmington, Del., to 
Tampa, Fla., and New Orleans. The line will issue through 
bills of lading on shipments from Baltimore. 

John P. Magill, chairman of the Steamship Committee of 
the N. Y. Maritime Exchange, and also chairman of the North 
Atlantic committee fighting the South Atlantic port differential 
complaint before the Shipping Board, has called a meeting of 
the northern representatives in New York on Tuesday, August 
19, to discuss further action. 


J. C. Strittmatter, San Francisco freight traffic manager 
for the Munson-McCormick intercoastal line, announced that 
shippers having less than carload lots originating at Chicago, 
Cleveland, and the immediate vicinity may consolidate this 
freight with the through merchandise cars of the Transconti- 
nental Freight Forwarding Company, consigned to New York. 
He said: “Shippers will be charged the L. C. L. rate applicable 
to Baltimore on all shipments originating at Chicago, Cleve- 
land and vicinity, and the Norfolk L. C. L. rate on the freight 
from Cincinnati. This applies to all commodities taking the 
third, fourth, or fifth class rate in the Official Classification. 
The shipper is thus assured of a fast rail and water connec- 
tion to the Pacific Coast out of New York, paying either the 
Baltimore or Norfolk L. C. L. rates and saving the wharfage and 
handling costs at Norfolk.” 


Announcement is made by the Brazil Conference that the 
surcharges of $2 a ton to Rio de Janeiro and $4 a ton to Santos 
have been eliminated. The reason given for the change, as 
the extra charges were imposed only last week, is that con- 
ditions at the Brazilian ports are found to be better than first 
reports had indicated. It is understood also that due con- 
sideration was accorded to the protests of shippers that the 
higher rate was unjustified under the terms of their contracts 
and to the difficulty in discharging cargoes for Rio and Santos 
at any other South American ports. 


Imposition of the surcharge on shipments not covered by 
contracts would have little effect on the trade, the conference 
determined, and it was decided to restore rates to the previous 
basis. 


Fred A. Hooper, assistant traffic manager of the American- 
Hawaiian Line, say that a heavy movement of wool from Cali- 
fornia, Nevada and Utah to Boston by water is now under way, 
and that the California clip, most of which is shipped on inter- 
coastal vessels, will total about 13,000,000 pounds. 

Reports from Stockholm state that two Swedish shipping 
companies will establish new lines between the Baltic and ports 
in North and South America. The Svea Line has purchased 
a third vessel, the Clydemere, for a new service to this country, 


While the Johnson Line is inaugurating a South American 
service. 


Officials of the North Atlantic-Continental Freight Con- 
ference announce that practically all shippers of lubricating 
oil and wax have accepted the five-day offer under interchange- 
able booking arrangements at about a 15 per cent rate reduc- 
tion on shipments until October 30. This was similar to the 
recent offer of the United Kingdom Conference. It is intimated 
that the same proposal may be extended to other commodities 
in the campaign against non-conference competition. 


Plans of the Mexican Free Ports Navigation Lines for a 
combined freight and passenger service between New York, 
Havana, and Mexican ports, taking advantage of the preferen- 
tial railroad export and import policy recently announced by 
President Obregon, are said to be near completion. 

The company announces that under the rail-ship policy of 
the Mexican government, similar to section 28 of the Jones 


Moore & McCormack announce that they will continue 
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act, it will have the advantage of 20 per cent railroad rates 
on goods shipped on its vessels. 

E. Cerdan, general agent of the lines, and also New York 
representative of the Tehuantepec National Railway, confirmed 
the report that the sailing will probably take place early in 
September from New York. The vessels to be used are the 
Mexican steamers Mexico, Jalisco, Coahuila and Montezuma. 

The company expects to begin late this month to move 
160,000 bales of cotton from Mexican inland points to New 
York for trans-shipment to Liverpool, Barcelona and Bremen. 
Conference rates will be quoted from New York. The com- 
pany, according to Mr. Cerdan, also expects to get a large part 
of the 300,000 bags of coffee exported from Mexico each year. 

The Mexican Free Ports Navigation Lines now operate two 
vessels on the Pacific coast in connection with the Mexican 
States Steamship Line. 

Establishment of a new record for speed in the transporta- 
tion of goods from the Far East to New York is claimed by 
the Panama-Pacific Line for its intercoastal steamer Finland, 
which arrived August 13 from San Francisco and Los Angeles. 

The Finland had on board 600 tons of Oriental products 
landed in New York on the thirty-third day after leaving Yoko- 
hama. Officials said that this constitutes a new record for 
such deliveries, as the average time for freighters from the 
Far East, by way of the Panama Canal, is 44 days. 

The 33 days’ delivery was accomplished through transfers 
at Seattle and San Francisco. Three vessels participated in 
bringing the shipment forward. The goods left Yokohama on 
July 11 for Seattle on the President Grant of the Admiral 
Oriental Line. From Seattle to San Francisco they were 
shipped on the coastwise steamer, H. F. Alexander, the fastest 
vessel in the Pacific, which made the shift to the Finland at 
the latter port. The Finland left San Francisco on July 26. 

Transshipment of freight from the Far East to New York 
by way of Pacific coast ports has been increasing in recent 
months, not only over the fast vessels of the Panama-Pacific 
Line, but also by freighters quoting the same rates as direct 
lines. Intercoastal and Pacific coast vessels offer more fre- 
quent sailings than the direct lines and are making inroads 
into this trade despite the disadvantages of handling. 

Bulky and unwieldy commodities are moving by the direct 
lines, while express shipments, such as silk, are coming to New 
York by vessel to Seattle and San Francisco, and from there by 
rail, but it is expected that the intercoastal liners will get a 
larger part of the intermediate traffic. 


PLUMMER SEES U. 8. SHIPS GAINING 


The Trafic World New York Bureau 


American shipping is steadily gaining headway abroad, both 
in the volume of traffic and in the confidence of shippers and 
travelers, according to Shipping Board Commissioner E. C. 
Plummer, who returned to New York on the Leviathan, after 
visits to the principal European seaports with the Congressional 
committee. 

Mr. Plummer said that the committee would submit a report 
to Congress containing constructive suggestions for the up- 
building of the American merchant marine. Shipping Board 
officials and others were questioned by the committee and were 
asked to make recommendations for action by Congress. Among 
the cities visited were London, Bremen, Rotterdam, Amsterdam, 
Antwerp, Berlin and Paris. At each port the committee in- 
spected the shipping facilities and inquired into trade conditions. 

“I regard this as the most valuable trip any Congressional 
committee has made in ten years,” said Mr. Plummer. “From 
their close study of conditions abroad and familiarity with the 
needs of American shipping, the members will be in a position 
to aid in the enactment of necessary legislation.” 

Commenting on the fact that the British Parliament con- 
tains more than fifty shipowners, Mr. Plummer said that U. S. 
shipping would benefit from the first-hand knowledge gained 
by the committee. He quoted as significant the statement of 
Representative Davis in Paris that “American ships are on the 
ocean to stay.” 

“It was my privilege to inform a number of shipping men 
that the United States does not desire to drive any other mari- 
time nation off the seas, and even to build up the greatest fleet 
in the world,’ said Mr. Plummer. “I told the British news- 
papers that we want only 50 per cent of our trade to and from 
this country, and we have no intention of engaging in com- 
merce between foreign nations. I estimated that 5,000,000 tons 
of ships would be all that was necessary, and that we would 
not regret seeing England have four times that much if she 
needs it, as she is an island empire.” 

Mr. Plummer explained that one of the reasons why the 
Shipping Board vessels show a deficit was the lack of return 
cargoes. He was asked by a London reporter how much of 
an increase in freight rates would be necessary to enable the 
government ships to show a profit. 

“I replied, ‘probably 20 per cent,’” he said. “This was 
used by the Express for the assertion that the Shipping Board 
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intends to launch a rate war with the purpose of driving other 
fleets out of business.” 

Among the members of the committee who returned on the 
Leviathan were Representatives Davis, Lineberger and Bank- 
head. Representatives Connolly and Lehlbach went to Italy 
and will return on August 26. Commissioner B. E. Haney 
and W. B. Keene, vice-president of the Fleet Corporation* in 
charge of traffic, also came back on the Leviathan. 


PERMANENT MARINE POLICY 


The Trafic World Washington Bureav 


On his return from Europe this week, Representative Davis, 
of Tennessee, member of the house committee investigating the 
Shipping Board and Fleet Corporation, said the thing that im- 
pressed the members of the committee as the result of their 
European investigation was that a permanent shipping policy 
must be established by the United States and that if that were 
not done, the Shipping Board vessels might as well be withdrawn 
from the seas. The reason for this conclusion, he explained, is 
that the idea is prevalent in Europe that the government ships 
are in service only temporarily and that this handicaps the de- 
velopment of business for American ships. Shipping Board 
officials who have been to Europe have brought back similar 
reports from time to time. It was to meet that condition in 
part, that it was suggested that the word “Emergency” be 
dropped from the title of the Emergency Fleet Corporation. 

Mr. Davis said the committee would prepare recommenda- 
tions looking to the- establishment of a permanent merchant 
marine policy but indicated that this did not necessarily mean 
permanent government operation, He also said the foreign 
agencies of the Shipping Board should be Americanized and re- 
ferred to representation of the Fleet Corporation at Bremen 
by the North German Lloyd, which operates ships in competition 
with American vessels. -The investigation abroad, on the whole, 
indicated an upward trend in business, he said.. Hearings may 
not be resumed by the committee until after the election in 
November. 


PLANS FOR MARINE LEGISLATION 


The Trafic World New York Bureau 


Steps have been taken recently by the special committee 
of the Pacific coast shipowners, headed by Capt. Robert Dollar, 
to co-operate with the Committee on National Shipping Policies 
of the American Steamship Owners’ Association, headed by 
Alfred Gilbert Smith as chairman, in the formulation of sug- 
gestions for Congress on new marine legislation. 

Through an interchange of letters arrangements have been 
made whereby the local headquarters will forward to San 
Francisco the results of studies and conclusions. The Dollar 
committee will then pass upon the reports and return any sug- 
gestions it has in mind. It is expected that the shipowners 
of the east and west will be able to agree on a central plan. 

It is learned here that the American Steamship Owners’ 
Association some time ago offered to revive the joint committee 
with the shipbuilders and operators in working out a uniform 
plan. Thus far there has been no response from either of the 
latter organizations. 

The National Merchant Marine Association, representing 
all branches of shipping, has nearly completed its preliminary 
draft of a bill to be submitted at the next session of Congress. 


DEFINES BOARD AUTHORITY 


The Trafic World Washington Bureau 


Contending that there had been no separation of the func- 
tions of the Shipping Board and the Fleet Corporation “beyond 
the fixing of the duties of the Fleet Corporation’s officials as 
the ministerial officers of the board,” Chairman O’Connor of the 
Shipping Board, in a letter to the editor of the New York Her- 
ald-Tribune, said the responsibility with respect to operation of 
the government fleet was with the board. 

Considerable was said about separation of the board and 
Fleet Corporation when a resolution was adopted by the board, 
September 30, 1921, when A. D. Lasker was chairman, and also 
when the board modified that resolution, January 10, 1924. These 
resolutions defined the duties that would be performed by each 
body. Under the merchant marine act of 1920 the Shipping 
Board is made the responsible body for the operation of the 
government fleet and there was nothing more than a “paper 
separation” between the board and corporation effected by the 
resolutions, the board retaining the final authority in all mat- 
ters affecting the government fleet. 

When the resolution of September 30, 1921, was adopted, 
Chairman Lasker said in a formal statement that the “divorce 
is complete,” and that “the board found itself in an impossible 
position if it permanently attempted to properly function as a 
Shipping Board and also run a great corporation.” In the mod- 


ified resolution of January 10, 1924, the following language was 
used: 
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Whereas, In the opinion of the Shipping Board, the executive 
and personnel organization of the Emergency Fleet Corporation 
is equipped to efficiently exercise through the United States Ship- 
ping Board Emergency Fleet Corporation various administrative 
powers and functions, thus making it possible for the United States 
Shipping Board to devote its attention to study and determination 
of the broad and constructive questions of policy relating to the 
maintenance, development and encouragement of the American 
merchant marine, under the powers and duties imposed upon the 
United States Shipping Board by law. 

Therefore, be it resolved, That it is the sense of the United 
States Shipping Board that neither its chairman nor any member 
of the board should hold any office of the Emergency Fleet Cor- 
poration, and that no member of any department of the Shipping 
Board should hold any office of the Emergency Fleet Corporation 
unless the Shipping Board and the Board of Trustees of the Emerg- 
ency Fleet Corporation concur. 


In the latter part of the resolution the board reserved all 
power vested in it by the following language: 


Be it further resolved, The right and duty of the Shipping 
Board to exercise any and all powers of supervision and control 
vested in or imposed upon it by law remain in full force and effect. 


Chairman O’Connor’s letter to the Herald-Tribune follows: 


My attention has just been called to editorial in your great 
paper of August 7, 1924, subject “Politics and Shipping.” Knowing 
of your patriotic desire to help in the task of upbuilding the 
American merchant marine, I feel certain you will appreciate my 
calling to your attention how such editorials unwittingly tend to 


pe and retard progress when based on erroneous statement 
of facts. 


In the first paragraph of your editorial, it is stated that there 
was an arrangement for the separation of the functions of the 
board and the Fleet Corporation. This is not correct. The same 
arrangement adopted by resolution of the board in 1921 was re- 
iterated in January of this year, and involves no separation of the 
functions beyond the fixing of the duties of the Fleet Corporation's 
officials as the ministerial officers of the board. 


In the second paragraph, you state that the North Atlantic- 
French service has been held up because of intervention by mem- 
bers of Congress with the board, when, as a matter of fact, it was 
held up solely upon the direct recommendation of the president 
of the Fleet Corporation made to the board. 


In paragraph four, you state that the former chairman of the 
board indicated that the fleet was to be operated as a business 
organization. Could anything more nearly approximate practices 
in the business world than for the head of the Fleet Corporation 
to report to seven members of the board as to a board of direc- 
tors? Is there any precedent in the commercial world for placing 
the business of the Fieet Corporation, involving transactions of 
$150,000,000 annually, in the hands of one man without responsi- 
bility to somebody, in this case a board of directors? 


You state that the board is composed of men who never owned 
nor operated a ship. This is not correct and, even if it were 
correct, are the members of the boards of directors of your bank 
all bankers, or are the board of directors of all newspapers all 
newspaper men? Could anything be more logical than that the 
seven members appointed to study American shipping should act 
as the board of directors in the operation of ships through the 
Fleet Corporation? 

You will realize no doubt that the exercise of the regulatory 
or judicial functions of the board is minimized as long as the bulk 
of the American merchant marine is, of necessity, operated by the 
government itself, 

At any rate, under the law the responsibility is the board's: 
and, of course, you do not advocate nullification of the statute by 
the servants of the government. 


The editorial to which Chairman O’Connor replied follows: 


Two recent decisions of the Shipping Board give disquieting 
evidence that political control of the government fleet, which was 
supposed to have been eliminated through the arrangement for 
separation of the functions of the board and Fleet Corporation 
last year, is gradually being resumed. 

The plan of the Fleet Corporation for merger of the North 
Atlantic-French services, based upon Mr. Palmer’s business judg- 
ment, has been held up because of the intervention of members 
of Congress with the board. Does this mean that in the future 
each ship operator must go to Washington flanked by a senator 
or two, rather than his balance sheet? If so, the worst critics 
of government ownership of the merchant marine are fully 
justified. 

In a resolution passed this week the Shipping Roard t«- 
directed the Fleet Corporation to reduce flour rates from the Gulf 
ports. If Mr. Palmer cannot be intrusted to handle rate matters 
in full consciousness of his duties under the law, then why con- 
tinue the farce that the Fleet Corporation is an independent body! 

Several years ago Chairman Lasker made a gesture indicating 
that the fleet was to be operated as a business organization, but 
before many months the Shipping Board, composed of seven men 
who had never owned or operated a ship, was again in the saddle. 
History is repeating itself. 

Let the Shipping Board confine its activities to judicial mat- 
ters, such as the current dispute among the North Atlantic, South 


Atlantic and Gulf ports, and leave the Fleet Corporation the man- 
agement of the ships. 


Chairman O’Connor, of the Shipping Board, issued a state- 
ment August 12 replying to a second editorial in the New York 
Herald-Tribune answering O’Connor’s first statement. The offi- 
cial statement issued by the board follows: 


Chairman T. V. O’Connor, of the Shipping Board, in commenting 
upon the editorial of the New York Herald-Tribune of August 11th, 
said it reeked with unfairness and was an attempt to under-rate 
the work that has been accomplished, which unfortunately furnishes 
en to the natural opponents of the American merchant 
marine. 

Of course, all are in favor of avoiding political influence in the 
operation of our government fleet, said Chairman O’Connor, for 
that is the very thing the merchant marine act of 1920 itself guards 
against in providing that the Shipping Board niembers be appointed 
from different geographical sections of the country and from different 
political faiths. The placing of the business under one man, however, 
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would defeat this provision of the statute and would put it entirely 
in the control of one or the other political parties. 

The quoting in the editorial from the resolution passed by the 
Shipping Board seemingly in an effort to prove that the Board had 
divested itself of authority without quoting other essential parts 
thereof, constitutes a gross misrepresentation of it. No one reading 
the full resolution could get any other idea but that the relation 
of the Fleet Corporation officials to the Shipping Board was to be 
that of administrative officers reporting as to a puard of directors. 

While the mention in the editorial of the change of a specific 
freight rate from a particular port is merely picking up an immaterial 
whip stitch, yet it might be stated, that, this change of rate by the 
board was done only with the concurrence and advice of the head 
of the traffic department of the Fleet Corporation. 

In short, the editorial artfully dodges the material points iaised 
in my letter of August 8th, and I was, perhaps, mistaken in believing 
that we might have a frank discussion of the matter in the interest 
of the merchant marine. However, if the attacks continue long 
enough, even though malicious, the stirring is bound to bring the 
truth to light and that is all the Shipping Board wants to have done. 
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USE OF U.S. SHIPS 


The Trafic World Washington. Bureau 


With a view of making a nation-wide survey of the extent 
to which American merchant ships are being utilized by Amer- 
icans, Chairman O’Connor, of the Shipping Board, is writing 
personal letters to over 10,000 American exporters, importers 
and all others engaged in foreign commerce, asking whether 
they are using American ships. 


“The object of these letters,” Chairman O’Connor said, in 
making public a copy of one of them, “is to find out exactly 
how American producers and shippers stand regarding our ships. 
When replies to the questions I am asking in the letters are 
received we should have an honest expression from that ele- 





Shipload Direct from Europe to Toledo 


The Swedish freighter, Julius Holmblad, arriving at Toledo, 
O., August 4, with a full cargo of 1,378 tons of kraft pulp direct 
from Obbola, Sweden, completed one of the first voyages of 
its kind in the history of ocean and lake shipping—a full cargo 
consigned to one company from Europe to a Great Lake port. 

Cargoes of wood pulp from Sweden, which the Consolidated 
Paper Company uses in great quantities, have heretofore been 


discharged at Atlantic seaports and shipped to Monroe by rail. ° 


The 249-foot steel freighter, “Holmblad,”’ hailing from Port 
Glascow, was chartered to bring a complete cargo from Sweden 
through the St. Lawrence River, Welland Canal, and the Great 
Lakes to Toledo, where arrangements for the speedy unloading 
and transfer of the cargo on rail twenty miles to Monroe had 
been made by the traffic department. 

Captain Bossears reported that the voyage (his first across 
the Atlantic and the Lakes) was satisfactory. and without in- 





cident, with the exception of a four-day delay in Lake St. 
Louis, where the “Holmblad” shoved her nose into a mud 
bank and it was necessary to discharge about one hundred 
tons of cargo. After the ship had been moved to deep water 
the one hundred tons were again taken aboard. 


One of the owners, S. A. Folden, of Montreal and New 
York, president of S. A. Folden, Ltd., boarded the vessel at 
Montreal and made the trip to Toledo. Mr. Folden is enthusi- 
astic over sending cargoes from European ports to Great Lakes 
ports and is well pleased with the five thousand mile voyage 
just completed in thirty-four days. 


The vessel’s arrival created considerable excitement among 
the boosters of the Great Lakes-St. Lawrence waterway project 
and the Toledo Chamber of Commerce took up the matter of 
providing a grain cargo for the return trip. 
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ment of the American public which uses ocean-going vessels 
for the shipment of their products.” 
The letter follows: 


The merchant marine act defines the shipping policy of the 
United States to be the doing of whatever may be necessary to de- 
velop American vessels sufficient to carry the greater portion of our 
commerce. The United States Shipping Board was directed by the 
Congress to establish strategic trade routes and to operate such veSe 
sels on steamship lines as in its judgment are desirable for the .pro- 
motion, development, expansion and maintenance of the foreign trade, 
with a view to furnishing adequate, regular, certain and permanent 
service. Such lines in permanent services have been established and 
are in efficient operation. Due to limited appropriations, however, 
the full program of carrying a major portion of American commerce 
in American ships cannot be accomplished for the present, nor could 
it be done at all without the fullest cooperation of you and other 
American_ shippers. ; 

The Shipping Board operates no vessels in the coastwise trade 
and it operates no vessels in the foreign trade in competition with 
privately owned American vessels. Excluding the West Indies serv- 
ices and certain industrial carriers, of the 300 odd vesseis now en- 
gaged in overseas foreign trade under the American flag only twenty- 
six are privately owned, and more than 275 are ree by the gov- 
ernment under the direction of the Shipping Board. It having proven 
impossible to transfer the vessels to private American capital, under 
present world conditions, the situation is this: government operation 
or no operation at all under the American flag. 

Transportation charges, when domestic, can be regulated | by 
Congress through government agency. Discriminatory charges against 
American commerce on the ocean can be prevented only by the oper- 
ation of ships under the flag of the nation; therefore, but for these 
vessels the American importers and exporters would be without voice 
in the determination of ocean freight charges that insure protection 
to those elements in our industrial life from the farmer to the con- 
sumer. 

These facts are submitted for your information so that you will 
have them before you sheuld those seeking to disturb this protection 
to American commerce present the matter to you in a different light. 

As the ships are your ships and built with your capital and that 
of other American citizens, there is nc doubt but that you will co- 
operate to the utmost. The deficit in operation at present is approxi- 
mately $30,000,000 per annum, and the gross operating volume is 
$150,000,000. This operating deficit is stated by some to be a ‘“‘loss, 
but cannot be so considered when it is remembered that but for this 
expenditure the American exporter and importer and the American 
producer and consumer would be taxed many times that sum in in- 
evitably increased ocean freight rates should American flag ships be 
withdrawn from overseas trade. 

I am sending under separate cover schedule of sailings of vessels 
operated by the board, and in urging your consideration in support 
of these and other American vessels, wou!d appreciate greatly the 
courtesy if you could advise me: 

1. If foreign flag vessels are used by you, what advantage, if any, 
do you derive from their use as against American flag vessels? 

2. Is it your policy to direct the method by whicn your raw or 
manufactured materials from foreign sources shall be transported, 
and could you designate American vessels for such importations? 

3. Could you advise that you will insist that at least 51 per cent 
of the export or import business under your control be transported 
in American vessels? 

4. May we count upon your cooperation in directing your foreign 
shipments by American vessels? 

As we are making a survey of the producers, consumers, export- 
ers and importers of the United States to ascertain whether we may 
expect in the immediate future American vessels to be given their 
proportionate share of foreign commerce, an early reply will be 
greatly appreciated; and we feel sure you will undersiand that only 
by concerted effort and cooperation of the business men of the United 
States can the task of maintaining and enlarging the American mer- 
chant marine, in the establishment of which we have progressed to 
great lengths, be accomplished with minimized deficits of operation. 


U. S. AND FOREIGN SHIP WAGE COSTS 


An interesting comparison at the present time, says the 
transportation division of the Department of Commerce, 
especially in view of the high cost of ship operation, is that be- 
tween manning schedules and wages paid on foreign ships and 
similar cost items effective on Shipping Board and private 
American vessels. Wages are estimated to constitute about 
one-sixth of the total operating cost of a vessel. 

“That American shipping is handicapped can be seen from 
the fact that wage scales range from 48.8 per cent to 215 per 
cent higher than the wages paid on foreign ships,” the division 
says. 

The division prepared a table showing a comparison of 
manning and of monthly wage costs of an 8,800 deadweight-ton 
coal-burning steamship of the various maritime countries as of 
July, 1924. The table gave the following totals for the coun- 
tries named. Great Britain, number of men in crew, 39; wage 
cost, $1,782.71; Norway, number of men, 42, wage cost, $1,100.14; 
Netherlands, number of men, 38, wage cost, $1,623.33; Japan, 
number of men, 61, wage cost, $1,865,538; Sweden, number of 
men, 40, wage cost, $1,820.59; France, number of men, 45, wage 
cost, $1,318.85; United States Shipping Board, number of men, 
41, wage cost, $3,466. 


OCEAN FREIGHT PAYMENTS 


“Approximately $205,000,000 more was paid to foreign than 
to American ships last year for the carriage of American im- 
ports and exports,” the National Merchant Marine Association 
said this week in a statement, continuing as follows: 


These figures are based on the returns of the Department of 
Commerce, and are of interest in connection with the call made by 
Chairman O’Connor of the Shipping Board upon American business 
men to use American vessels. The total ocean-carried freight during 
1923 was valued at $6,850,000,000, and if the freight bill is figured at 
an average of 10 per cent on the value of the goods, including broker- 
age and allied services, the earnings of foreign vessels in our trade 
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for the year were $445,000,000, as compared with $240,000,000 for 
Shipping Board and privately owned American vessels. 

If 51 per cent of the business had been American carried, which 
Mr. O’Connor indicates is the least that American ships are entitled 
to, the freight revenue of our vessels last year would have been 
nearly $350,000,000. The Jones act provides for the establishment and 
maintenance of an American merchant marine to carry the greater 
portion of our foreign commerce. Great Britain now carries more 
than 60 per cent of her foreign commerce, and about 30 per cent of 
that between non-British nations as well, while other foreign mer- 
chant marines carry from 60 per cent to 90 per cent of their foreign 
trade. There is no reason, therefore, why the United States cannot 
justly look to the carriage of at least 60 per cent of its ocean trade. 

_Mr. O’Connor has sent letters to 10,000 American shippers, asking 
their cooperation in the upbuilding of the American merchant marine, 
and submitting a questionnaire. In closing, he states, that, “It having 
proved impossible to transfer the Government’s vessels to private 
American capital under present world conditions, the situation is this: 
Government operation or no operation at all under the American flag.” 

It may be questioned, however, whether changed world conditions 
(meaning presumably an increase in world trade), will make it pos- 
sible to transfer the government’s vessels to private American owners, 
so long as a differential in operating costs contiues in favor of the 
foreign ships in our trade. Legislation that will offset this differential 
and, at the same time, make it more profitable to the American ship- 
per to use our own instead of foreign ships, is regarded as a means 
towards the end of establishing and maintaining and adequate Amer- 
ican merchant marine operated by private enterprise. Such legis- 
lation will be laid before the next session of Congress. 


U. 8. WAGES 100% ABOVE SWEDISH 


The Trafic World New York Bureau 


The American Steamship Owners’ Association has made 
public a comparison of wages paid on American and Swedish 
vessels, taking a general cargo vessel of 6,000 gross tons in 
Atlantic and Pacific commerce as an illustration, and showing 
that the U. S. scale is about double that of the Swedish ship. 


Commenting on these figures, Winthrop L. Marvin, vice-presi- 
dent of the association, said: 





As is well known, Scandinavian shipowners are able to officer and 
man their vessels at a rate somewhat below the British figure for 
white crews. The Swedish steamer in question is being manned month 
by month for about one-half of the cost of either of the American 
vessels, the disadvantage against the American ships working out 
at a rate of from four to five per cent per year on the capital invest- 
ment, which on the present Shipping Board basis of $30 per dead- 
weight ton is assumed to be about_$300,000 for each ship. 

In the present comparison the Swedish steamer is a coal burner, 
as were most Swedish vessels of this character before the intro- 
duction of motor ships. The two American vessels are both oil burners 
as are a majority of the ocean going steamers of our merchant 
marine. If the comparison were to be made with a Swedish oil 
burner the difference in wage costs would be even greater than in the 
case of the coal burner. 

COMPARISON OF PAYROLLS, AMERICAN AND SWEDISH CARGO 
SHIPS, 6,000 GROSS TONS—ATLANTIC-PACIFIC TRADE. 











American 

Steamship 
*Swedish Owners’ Asso- Shipping 
wages ciation wages Board wages 
. (coal burner) (oil burner) (oil burner) 
MN oi cinddeamameee $ 95.22 $165.00 $185.00 
SECON MATE .....cccevesvees 71.82 140.00 165.00 
RUNNEME TGA: boc sc cccwwswaccnes 54.53 125.00 150.00 
TAGE GOEEIOE ciccvccsses sacoms 90.00 105.00 
ee eee 45.22 65.00 75.00 
SION bora. aot vents aie esiarsier 47.88 TO ea eale 
Able seaman ...... 3@$39.63 118.89 6@$55.00 330.00 6@$62.50 375.00 
Ordinary seaman..2@ 32.71 65.42 2@ 40.00 80.00 2@ 47.50 95.00 
[IEE GHMINGOE occ vcccecsccs 145.50 235.00 260.00 
First assistant engineer.... 86.71 165.00 185.00 
Second assistant engineer... 63.84 140.00 165.00 
Third assistant engineer... 51.87 125.00 150.00 
Junior third asst. engineer ...... 2@ 80.00 160.00 = = a.eeee 
ME. viiinaie ea aisiesined 4@ 42.02 168.08 3@ 65.00 195.00 3@ 72.50 217.50 
WEMCCREONGOE sivesciniginedoeccs seeses . . .  gpatnum 3@ 72.50 217.50 
6. oer 6@ 39.63 237.78 3@ 57.50 172.50 3@ 65.00 195.00 
Coal PAGS oc ses cve Se at.00 «SAT mores perasenns 
TUNE ciskndkigcvicnsciecaneeceee \smaneurs 2@ 50.00 100.00 2@ 57.50 115.00 
I = goa Sc tn gs ec ceca wprarvoiereare 66.50 105.00 120.00 
ES ee ene 43.35 90.00 100.00 
Second cook and baker..... ...... 70.00 80.00 
EE ae eae re 2@ 40.00 80.00 = — aeaeee 
C= errr 2@ 13.30 26.60 30.00 3@ 42.00 126.00 
DOCGCE IBOY «c.ccescs 2@ 17.02 8 ee cawtems 
Total pay per month...$1,505.42 $2,732.50 $3,081.00 
TOtGl CTOW <ciksccsdceee 33 34 34 


*On basis of krona = 26.6 cents. 


WATER RATES ON RIVETS 


The Trafic World Washington Bureau 


In Docket No. 21, Judson L. Thompson Manufacturing Com- 
pany vs. Eastern Steamship Lines, Inc., the Shipping Board has 
found unreasonable rates on iron and steel rivets, brass or copper 
coated, in less than carloads, from Boston to New York and that 
the complainant is entitled to reparation to the basis of 28 
cents per 100 pounds from September 38, 1921, to July 1, 1922, 
and 25 cents on and after July 1, 1922. The 25-cent rate was 
prescribed as the reasonable maximum rate for the future. In 
its report the board, in part, said: 

The commodity shipped was iron and steel rivets of different 
sizes, coated with brass or copper, in boxes containing 25,000, 50,000, 
or 100,000 rivets each, and weighing from 50 to 100 pounds per box. 
All the shipments concerned were consigned to the New York branch 
house of the complainant corporation. Fourth-class rates of 42 cents 
and 38 cents, published in the respondent’s tariffs S. B. Nos. 96 and 
165, effective August 28, 1920, and July 1, 1922, respectively, were 
exacted, whereas, it is claimed contemporaneous commodity rates of 
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28 cents and 25 cents, provided in the same tariffs, to apply on rivets 
as listed in special iron and steel list in respondent's Exceptions to 
the Official Classification S. B. No. 76 and its reissue S. B. No. 182, 
should have been charged. 

The applicability of the lower rates contended for by the com- 
plainant is predicated upon the alleged similarity between the com- 
modity shipped and plain iron and steel rivets, in regard to which 
such lower rates were and are chargeable. The evidence presented 
on behalf of both parties is, as a whole, directed toward comparisons 
of the two classes of rivets, the complainant urging that they are 
in all respects the same, and the respondent, that they are distinct and 
different. Comparisons, are also drawn in regard to various other 
commodities in the rough and the same commodities when coated 
or when advanced in stage of manufacture over the primary article. 

According to the record, shipments of the complainant’s product 
are made to New York almost daily, and brass or copper coated iron 
and steel rivets are in direct competition with plain iron and steel 
rivets. The brass or copper coating is intended to make them more 
desirable for use in matching materials in whicn they are placed, 
and enhances their value from 2 to 3 cents per 1,000 rivets (their com- 
mercial unit), but does not add perceptibly to their weight. The 
testimony and exhibits before us are conclusive that by all ordinary 
tests rivets made of iron or steel and coated with brass or copper 
are not distnguishable from plain iron or steel rivets, except in the 
matter of color. In their various forms and sizes, the weight, packing, 
risk, and other elements incident to these commodities are practically 
the same; and in all respects except as to value they are, from a 
transportation standpoint, identical. A careful examination of the 
record indicates that this element of value is the sole reason for 
the maintenance on coated rivets of rates in excess of those applicable 
on iron and steel rivets uncoated. Value, of course, is a factor 
properly to be considered by carriers in the determination of rates 
for their service, but where two commodities are practically indentical 
in transportation characteristics, and are directly corapetitive, any 
difference in the values of such commodities should be appreciable 
and substantial in order to justify the application of higher rates 


on the one than on the other. This condition is not met in the 
instant case. 


SELLING F. A. 8. OR C. I. F. 


Asking the question, “Shall we sell f. a. s. or c. i. f.?” the 
Latin American division of the Bureau of Foreign and Domes- 


tic Commerce of the Department of Commerce, discusses it in 
the following statement: 


One exporter insists that his firm sell only on an f. a. s. 
basis; a second believes that all quotations should be ec. i. f., 
but the majority are frankly in doubt. Both bases have their 
advantages, but as competition in that region becomes keener 
there is a decided trend toward c. i. f. prices. The exporter who 
plans a serious bid for Latin American business should maintain 
or develop an organization capable of quoting on either basis. 

The f. a. s. price is the simpler for the exporter, as the onus 
of computing ocean freight and m arine insurance is placed 
squarely on the buyer, the former merely including railway 
freight and drayage or lighterage in his price. In all but ex- 
ceptionally abnormal times, the exporter can obtain firm space and 
insurance quotations and arrive at ac. i. f. price with little dif- 
ficulty and no additional risk. 

For the novice the f. a. s. basis is often advisable because 
of its simplicity. In times of radical and sudden change, the 
f. a. s. price becomes desirable from the point of view of all 
importers, as c. i. f. prices are then necessarily increased to in- 
clude an arbitrary protective margin in the nature of insurance 
against fluctuation. The additional work involved in quoting 
ec. i. f. unquestionably increases the exporter’s overhead, but 
hardly in proportion to the advantages gained. 

The c. i. f. price is nearly always preferred by the Latin Amer- 
ican importer, and when competition for his business is keen and 
other conditions are equal he is apt to favor the product sold on 
the “service” or c. i. f. basis. He still has the import duties on 
the shipment to compute, not to mention drayage, or railway or 
river freight if he is located anywhere but in a seaport.. 

_ The c. i. f. price is nothing more than a refinement in dis- 
tribution service and a logical step in the evolution of foreign 
marketing. Not long ago an American manufacturer in the 
Middle West was trying to sell bottles to a Montevideo brewery 
at a price per gross f. o. b. factory in an Ohio town. The other 
extreme is found in the case of firms with foreign branches 
which clear and stock the merchandise in a foreign city, selling 
to the ultimate consumer on a “delivered at warehouse or plant” 
basis. The f. a. s. and c. i. f. prices are intermediate points on 
the curve. 

Our European competitors have long recognized the advan- 
tages accruing to their merchant marines, and insurance com- 
panies from a policy embracing c. i. f. selling and f. a. s. buying, 
a policy which enables both importers and exporters to specify 
shipment and insurance by enterprises of their own nationality. 

The responsibility of the seller on an f. a. s. basis ceases with 
the delivery of merchandise alongside vessel or on wharf, whereas 
in the case of the c. i. f. basis the seller has the additional re- 
sponsibility of delivering to the buyer or his agent a clean bill 
of lading and insurance policy or negotiable insurance certificate. 

As these trade terms have been interpreted differently in 
various foreign countries, it is essential that the seller and the 
—— agree upon a definite interpretation of the basis of quo- 
ation. 

.,. American exporters would do well to study the leaflet on 

American Foreign Trade Definitions’ issued by the National 
Foreign Trade Council, India House, New York City, and to supply 


their foreign representatives and customers with copies for their 
guidance. 





Cc. I. F. QUOTATIONS 
(U. S. Commerce Deports) 

American exporters should quote prices c. i. f., as a con- 
Venience to their customers, wherever possible. A prominent 
London importer recently said: “Quotations f. 0. b. Cincinnati 
prevented us from estimating delivered costs, and prices were 
not sufficiently attractive to cause us to take the trouble to 
secure rail rates from Cincinnati to the Atlantic seaboard.” 
With the services now offered by the railways at some 2,700 
Offices, in supplying information on ocean rates and sailings and 
In the issuance of through export bills of lading in connection 
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with American ships, it has become easy for the American ex- 
porter to quote c. i. f. By so doing he not only serves his cus- 


tomer and hence himself, but he also is able to patronize Amer- 
ican shipping. 





APPROVES TRADE NAMES 


The Shipping Board has approved the following trade names 
for consolidated companies operating government vessels: 


“The American Pioneer Line,” operated by the Barber Steam- 
ship Company, and the Tampa Interocean Steamship Company, 
under the firm name of Atlantic, Gulf and Far East Steamship 
Company. This service is from north Atlantic and Gulf ports 
to the Far East and Dutch East Indies. 

“The American Dixie Line,” operated by Trosdal, Plant & La- 
fonta and S. Sgitovich under the firm name of the United Gulf 
Steamship Company, from New Orleans and Texas ports to the 
United Kingdom. 

“The American Premier Line,” operated by the United Gulf 


Steamship Company from east and west Gulf ports to the Medi- 
terranean, 


ASSIGNMENT OF VESELES 


The Fleet Corporation has assigned the Tripp to Lykes 
Brothers Steamship Company for their Houston-Bremen-Ham- 
burg-Rotterdam service; the West Durfee to Mississippi Ship- 
ping Company for their Gulf-East Coast South American serv- 
ice; the Effna to Lykes Brothers for one voyage only, and the 
Edenton to the operating department at New York pending 


disposition, having been withdrawn from the Tampa Inter Ocean 
Steamship Company. 


WATER CARRIER STATISTICS 


Investment in real property and equipment of carriers by 
water reporting to the Commission amounted to $173,193,300 
in 1923, according to selected financial and operating data for 
that year prepared by the Bureau of Statistics of the Commis- 
sion. Other investments totaled $15,937,175; cash, $12,283,048; 
capital stock, $85,242,127; unmatured funded debt, $36,721,770; 
dividends declared, $11,177,160; freight revenue, $73,517,879; 
operating revenues, $119,445,729; operating expenses, $102,219,- 
474; operating income, $12,623,622, and net income, $9,127,979. 


- PORT DIFFERENTIAL INQUIRY 


Copies of the order of the Shipping Board in No. 26, port 
differential investigation, were served this week on respondent 
steamship companies. Approximately 160 steamship lines were 
made respondents. While the Shipping Board has not decided 
whether or not hearings in the proceeding will be confined to 
Washington, it is expected that requests will be made that 
hearings outside of Washington be held at least at one port 
in each of the three port districts involved—north Atlantic, 
south Atlantic and Gulf. Hearings probably will not be started 


until some time in October. The text of the official order 
follows: 


It appearing that rates on freight traffic moving from north 
Atlantic ports of the United States to United Kingdom, Baltic-Scandi- 
navian, Continental European, Portuguese-Spanish, Mediterranean and 
Adriatic, Black Sea and Levant ports are generally lower by certain 
differentials than rates from south Atlantic ports of the United States 
to the same foreign ports, and that rates from said north Atlantic 
and south Atlantic ports are lower by certain differentials than rates 
from gulf ports of the United States to the aforesaid foreign ports, 
and that said differentials have been and are maintained primarily 
through the medium of steamship conference organizations; 

It further appearing that protests against the maintenance of 
differentials against the south Atlantic and gulf ports of the United 
States in favor of the north Atlantic ports of the United States to the 
foreign ports hereinabove referred to have been lodged with the 
United States Shipping Board, and that a complaint known as formal 
docket No. 23 has been filed with the board by the Port Utilities Com- 
mission of Charleston, S. C., et al. vs. The Carolina Company et al., 
assailing as unlawful the practice of maintaining higher rates from 
said south Atlantic than from said north Atlantic ports to the foreign 
ports above described; and that a complaint known as formal docket 
No. 25 has been filed with the board by the Norfolk Port Commission 
assailing as unlawful the practice of maintaining on certain commod- 
ities parity rates from north Atlantic, south Atlantic and gulf ports to 
said foreign ports; and 

It further appearing that the inter-relationshin hetween the rates 
from the aforesaid ports of the United States makes it essential that 
the whole situation with respect to the maintenance of said port 
differentials and parities be considered; and that an investigation by 
the board will be in the interest of the public; 

It is ordered that a proceeding of inquiry and investigation be, 
and it is hereby, instituted by the United States Shipping Board into 
the rates and charges applicable on freight traffic moving from north 
Atlantic, south Atlantic and gulf ports of the United States to United 
Kingdom, Baltic Scandinavian, Continental European, Portuguese- 
Spanish, Mediterranean and/or Adriatic, Black Sea and Levant ports 
into the practice of maintaining on certain commodities differentials 
in favor of north Atlantic and against south Atlantic and gulf ports, 
and differentials in favor of north Atlantic and south Atlantic ports 
against gulf ports of the United States, and into the practice of main- 
taining on certain other commodities parity rates from said United 
States ports to the same foreign ports, with a view to determining 
whether said rates, charges and practices are unduly prejudicial to, 
or unduly preferential of, particular ports, persons, or traffic, or 
unjustly discriminatory in violation of sections 16 and 17 of the 
shipping act, 1916, or otherwise are unlawful, and to make such find- 
ings and order or orders as may appear proper in the premises; and 

It is further ordered that the complaint of the Port Utilities 
Commission of Charleston, S. C., et al. vs. The Carolina Company 
et al., known as formal docket No. 23, and the complaint of the 
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Norfolk Port Commission vs. Algerian American Line et al., known 
as formal docket No. 25, be, and they are hereby, consolidated with 
and made a part of this proceeding; and, 

It is further ordered that all common carriers by water subject to 
the United States Shipping Board and operating from north Atlantic, 
south Atlantic and/or gulf ports of the United States, to United 
Kingdom, Baltic-Scandinavian, Continental European, Portuguese- 
Spanish, Mediterranean, and/or Adriatic, Black Sea and Levant posts 
be, and they are hereby, made respondents to this proceeding; that a 
copy of this order be served upon each of said respondents whose 
names appear in the appendix hereto or may be hereafter added 
thereto, and that notice of this proceeding be given to the public 
through the press; and 

It is further ordered that this proceeding be assigned for hearing 
before Examiner H. E. Manghum, at such times and places as may be 
hereafter directed. 


LUMBER SHIPMENTS 


Reports by wire for the week ended August 9 to the Na- 
tional Lumber Manufacturers’ Association from 355 of the prin- 
cipal commercial softwood lumber mills of the country indicate 
continuation of the resumption of activity in the lumber indus- 
try. These mills, as compared with 366 mills for the same week 
of 1923, show an increase of 65,000,000 feet or about 25 per cent 
in current orders (new business). Shipments also show a sub- 
stantial gain over those of this time yast year. Production is 
running a little behind last- year, but this is attributed to the 
fact that the mills have not yet adjusted themselves to the im- 
proved demand. As compared with the week before last new 
business and production gained slightly, while shipments fell off. 
Economists generally eonsider the statistics of the lumber move- 
ment as a reliable measure of current general business condi- 
tions. If that is true, the nation’s business may be assumed 
to have resumed full-tide activity. 

Of the reporting mills, 330 have a total normal production for 
the week of 210,000,816 feet, according to which actual produc- 
tion last week was 97 per cent of normal production, shipments 
96, and orders (new business) 114 per cent thereof. 

For all the comparably reporting mills, shipments last week 
were 97 per cent and orders 117 per cent of actual production. 
For the Southern Pine mills these percentages were 111 and 125, 
respectively; and for the West Coast mills 96 and 127. 

The unfilled orders of 241 Southern Pine and West Coast 
mills were 517,769,095 feet, as against 488,855,984 feet for 242 
mills the week before. Separately, 128 Southern Pine mills had 
unfilled orders of 253,710,600 feet, as against 242,814,000 for 128 
mills a week earlier. Similarly, 113 West Coast mills had unfilled 
orders of 264,058,495 feet, as against 246,041,984 feet for 114 mills 
the week before. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Preceding 

Corresponding week, 1924 

Past week. week, 1923. (revised). 

EE ere ener Sarre eer 355 366 357 
on oc aaa cule a ow ae 219,548,244 233,053,026 209,254,721 
EE oivccecgemcemonscmesns 213,727,903 198,518,085 236,746,810 
Orders (new business)......... 256,082,239 191,047,650 250,552,492 


The following figures compare the reported lumber move- 
ment as reflected by the same group of mills as above for the 
first thirty-two weeks of 1924 with the same period of 1923: 

Production. 


Shipments. Orders. 








0 ee ee 7,341,218,177 7,261,421,263 7,000,774,074 
tC) een eee 7,557,777,383 7,768,130,720 7,254,782,414 
1924, decrease ........ 216,559,206 506,709,457 254,008,340 


The mills of the California White and Sugar Pine Associa- 
tion make weekly reports but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any of 
the foregoing figures. Eleven of these mills reported a cut of 
14,891,000 feet last week, shipments 11,519,000, and orders 12,- 
214,000. The reported cut represents 32 per cent of the total 
of the California Pine region. 


GRAIN SHIPMENTS HEAVY 


Railroads serving the Missouri river states are faced with 
particularly heavy demands compared with last year in their 
movement of grain and it is therefore necessary again to em- 
phasize the importance of continued prompt handling of cars 
belonging to western roads, L. M. Betts, manager of the closed 
car section of the car service division of the American Railway 
Association, said in a statement sent this week to* railroads 
and to chairmen of regional advisory boards and others. 

Figures of the Department of Agriculture, issued as of Au- 
gust 1, Mr. Betts said, forecasting wheat production in the 
principal states, as compared with July 1 estimates, show con- 
siderable further improvement in all the winter wheat figures, 
but with a particularly marked increase in Kansas, Nebraska 
and Oklahoma. These figures of July 1 gave the following 
estimates: Nebraska, 45,365,000 bushels; Kansas, 130,038,000 
bushels; and Oklahoma, 47,930,00 bushels, while the August 1 
figures gave the following estimates: Nebraska, 55,834,000; 
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Kansas, 154,258,000; and Oklahoma, 51,258,000 bushels. Pro- 
duction of winter wheat in these states in 1923 was as follows: 
Nebraska, 28,220,000; Kansas, 83,670,000; and Oklahoma, 36,- 
300,000 bushels. Continuing, Mr. Betts said: 


; In the spring wheat states there has been a marked improvement 
in the past thirty days in Minnesota and the Dakotas, and a slight 
improvement in Idaho and Washington. Montana, owing to recent 
dry weather, now shows a slight decrease compared with July ist 
figures, cancelling optimistic reports recently received from that ter- 
Pheeseinil which have indicated a production of approximately 54,000,000 
yushels, 

The estimated production of oats from August ist condition is 
1,439,041,000 bushels, as compared with 1,356,338,000 bushels estimated 
on July Ist, and against a harvest last year ‘of 1,299,823,000 bushels. 
The increase in the past month is particularly marked in Iowa, Min- 
nesota, Illinois and Wisconsin, which, in the order named, are the 
four states of heaviest production. The improvement, however, seems 
to be general in practically all states. 

The forecast of corn production from August ist condition totals 
2,576,440,000 bushels, which is an increase of 61,000,000 bushels ove 
July 1st report, and is still materially below the harvest of 1923. How- 
ever, Iowa, Illinois, Nebraska, Missouri and Kansas all show a 
material improvement over last month’s figures. 


INLAND WATERWAYS CORPORATION 


The Trafic World Washington Bureau 


The Inland Waterways Corporation has been authorized to 
borrow $750,000 to pay debts and provide working capital for 
the operation of the barge lines on the Mississippi and Warrior 
rivers. A valuation of the government’s barge line property is 
being made by the American Appraisal Company. Under the 
act creating the corporation it may borrow up to 25 per cent of 





. the value of its assets. 


Rules and regulations governing the operations of the barge 
lines and by-laws of the Inland Waterways Corporation have 
been approved by the Secretary of War. These rules, regula- 
tions, and by-laws set forth the general provisions that will 


govern in the operation of the properties and the conduct of the 
business. 


With respect to claims, the rules and regulations provide: 

All claims against the service for damages to freight, loss, 
deterioration in transit, etc., will be filed with the operating man 
ager of the division concerned, who will cause proper investigation 
to be made of the merits of the case, and will then forward t'. 
claim with his approval or disapproval to the auditor of the service 
for settlement. If the justice of the decision is apparent to the 
auditor, he will transmit the same for settlement to the disbursing 
officer. In case the auditor disagrees with the operating manager 
in his decision, or in case the claim aggregates over $1,000, the 
claim, with both sides fully presented, will be forwarded to the 
chairman for his decision. All correspondence regarding claims 
will be carried on by the employes of the service towards arriving 
at a just decision, in a spirit of co-operation between the con- 
signor, consignee, and the service. 





TELEPHONE OPERATING INCOME 


Seventy-two large telephone companies reporting to the 
Commission had an operating income of $12,235,192 in May, as 
compared with $12,002,225 in May, 1923, and of $59,256,234 for 
the five months ending with May, as compared with $60,386,410 
for the same period of 1923, according to statistics issued by 
the Commission. The operating ratio (percentage of expenses 
to revenue) was 70.90 in May, as compared with 69.86 in May, 
1923, and 70.78 for the five months, as compared with 68.78 
for the same period of 1923. 


TELEPHONE CONSOLIDATION 


The Bell Telephone Company of Pennsylvania and the Co- 
lumbia Telephone Company, the latter operating a system of 
telephones in Lancaster county, Pa., have applied to the Com- 
mission for a certificate evidencing the Commission’s approval 
of the sale of certain other property by the former to the latter. 
of the sale of certain property by the latter to the former and 
The applicants said the sales would unify the competing sys- 
tems and eliminate waste and loss. 

The Commission has been asked to approve the sale by the 
Cumberland Valley Telephone Company to the Chesapeake & 
Potomac Telephone Company of Virginia of telephone properties 
of the former in Winchester, Va., and other places in Frederick 
county, Va. 





M-K-T REORGANIZATION FEES 


By a supplemental order in No. 1250, Missouri-Kansas- 
Texas reorganization, the Commission has reopened the procecd- 
ing with respect to the matter of the reasonableness of the 
amounts proposed to be paid the reorganization managers and 
their counsel as compensation for services in connection with 
the reorganization. The Commission, at a hearing before Ex- 
aminer Oberlin, September 15, will receive further evidence, 
particularly as to the following: 


(a) The amount of work performed, so far as it is susceptible of 
measurement in time. of persons engaged, and upon actual expendi- 
ture of money. ; 

‘ The comparison between the proposed compensation in tls 
case and the compensation paid for similar service in other railway 
reorganizations. 

(c) The propriety of the standards of compensation for services 
of the character here under consideration, 
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Freight Routing 


Seventeenth of a Series of Twenty-six Articles on the Subject of Routing of Freight, Written 
for The Traffic World by J. D. Collier 


In previous articles we have considered the routing of 
less-than-carload freight under various circumstances. In the 
following articles we shall consider the routing of carload 
freight from the various angles confronting the average ship- 
per. It is not presumed that all phases can be covered, nor 
that all phases that will be covered are applicable to all manu- 
facturers, except through the adapting of certain plans to every 
business, in accordance with its nature and the requirements 
of the trade. This latter effect in routing will have a much 
more direct bearing on the subject of the articles to follow— 
the routing of carload business. 

In routing less-than-carload freight we have two important 
factors to consider—namely, time in transit and the mitigation 
of the claim hazard. These two factors are not so prominent, 
however, in the consideration of routing carload freight. When 
shipments are forwarded in carload lots they are considered 
as a unit and the car is handled with all possible dispatch 
consistent with the nature of the commodity, the schedule of 
the route specified, and traffic conditions. The same fundamental 
principles apply in routing carloads, however, as in routing 
less-than-carloads—namely, that all advantages or disadvantages 
depend entirely on the route specified by the shipper. This 
rule holds good even though the carrier fail to carry out the 
instructions given. 

The exact application of this latter situation has been the 
subject of many decisions by the Commission, and every traffic 
man should be fully familiar with them. The advantages or 
disadvantages are in effect in accordance with the instructions 
given. If they are not applicable over the route specified, the 
lack of proper knowledge and instructions on the part of the 
shipper is his loss. 

A distinct line 6f demarcation between the rights of the 
shipper and the liability of the carrier in case of conflicting 
facts is not possible to fix absolutely and, on account of this, 
a careful consideration of routing is required to justify the 
responsibility in giving such instructions. In days gone by 
there may have been a possibility of redress in the event the 
shipment were routed incorrectly by the shipper. Many busi- 
ness men, even today, are of the opinion that these conditions 
exist and, consequently, do not give the routing of their mer- 
chandise proper thought. This opinion of shippers has caused 
many railroad officials considerable embarrassment, as the 
rights of the shipper today are determined entirely by the rout- 
ing authorized by him and it is beyond the power of the carrier 
or any of its officials to make any redress if the conditions are 
not published and applicable over the route authorized by the 
shipper. It would be highly presumptuous for anyone to cover 
the many factors entering into the routing of carloads, due to 
the many commodities and requirements of the diversified in- 
terests involved. Consequently, we shall attempt to consider 
only few of the fundamentals that apply to most cases, leaving 
the exact routing to the judgment of the individual. 


In routing carloads, the traffic manager should assume, to 
a certain extent, the attitude of the purchasing agent. He is 
buying transportation for the use of his company and to offer 
or sell to its customers. When selling transportation to his 
customer in connection with the merchandise shipped to him, 
his company should be interested to see that the brand of trans- 
portation offered receives at least the consideration that is 
given the make-up or the nature of the merchandise. 

I take it that, in buying any commodity, the prime object 
is to get the most for your money—not the largest quantity 
nor the lowest price, but each consistent with the other. This 
holds true in buying transportation and should be the thought 
of every person authorizing routing. In furtherance of this 
theory, we must also consider the well-known phase, “pur- 
chasing power and consistency.” Conditions at times result in 
what is known as the “seller’s market,” a condition resulting 
when the buying exceeds the producing market. A wise buyer 
is prepared for this condition when it arises, having, through 
his pat relationship, made connections that are to his advan- 
tage. This is not so true in transportation, as the selling of 
this commodity is regulated by law, but, regulations or no 
regulations, as long as man is the contact factor, human nature 
will predominate. 

The writer recently heard the representative of a large 
carrier, in mentioning a certain traffic manager, say: “We 
cannot handle his business very well, but he always gives us 
some; in fact, when the year rolls round we generally find 
that he has given everybody something.” That man has con- 
tacts and he has friends. If transportation conditions tighten 
up again he will get full consideration from everyone. If the 
traffic manager will bear these two thoughts in mind he will 
approach his duties in the proper attitude. Just what factors 
are considered best to guide him are difficult to state on ac- 


count of the diversity of his needs and conditions surrounding 
them. However, the following are offered as factors that should 
be taken into account by all: 

First—He must know what requirements are necessary to 
further the interests of his company. To do this he must have 
a general and, in some cases, a detailed knowledge of his 
company’s business. 


Second—He must have initiative and originality so that 
these requirements can be obtained, as far as possibile, through 
his co-operation with the various transportation companies. 

Third—In addition to the above, it is obvious that he must 
be well versed in the many routes open to him, the rules and 
regulations applicable via these routes and the advantages of 
each. 

We shall not attempt to discuss the individual conditions 
with which he must be familiar properly to judge the require- 
ments of his company. This is a situation that must be han- 
dled individually and based on his knowledge of his company’s 
business. We shall, however, in future articles, discuss the 
many advantages offered him by the carriers, individually or in 
connection with each other. In this connection, we find the 
services offered him are twofold and are restricted to the 
physical layout of the carriers, the typography of the territory 
traversed and the climate, the financial condition and the effi- 
ciency of the management. They are also restricted by the 
rules and regulations and rates as published and on file with 
the various state and interstate commissions having jurisdic- 
tion. In consideration of these factors it is necessary, then, 
that the traffic man be acquainted with the territories served 
by the carriers and with,the map of the United States. It is 
not necessary that he be able accurately to trace the line of 
each of the carriers, but he should have a working knowledge 
of each and have access to full information, if necessary. He 
should know the possible connections of the various lines with 
each other—whether direct or through connecting carriers, the 
general layout of the line up and down grade, and the points 
liable to congestion. He should know all the division terminal 
points and have a working knowledge of the terminal facilities 
at all terminal cities. He should know the schedule of the 
various carriers between points in which he is interested and 
have more or less acccurate knowledge, along the same lines, 
of the problem confronting his competitors. He should know 
the various standard routes and their relationship with the 
possible differential routes using water transportation partially 
or entirely. He should be well versed in freight rates, the 
rules and regulations governing the transportation of his com- 
modity, as well as the various terminal regulations, such as 
switching, demurrage, etc. He should be fully familiar with 
all the special privileges possible in connection with his mer- 
chandise, such as stop-over in transit, reconsigning, and the 
many transit privileges, such as are accorded grain, lumber, 
iron, fresh meat, etc. These factors will be covered in future 
articles individually, so they will not be discussed further at 
this time. However, there is one more feature that, regardless 
of his position or the nature of his commodity, he should be 
careful to observe; he should keep well posted at all times 
with the conditions surrounding transportation through his con- 
tact with the various railroads and the information they offer 
to him. 

Further, he should, through connection with their com- 
mercial traffic managers, co-operate with them for the better- 
ment of transportation conditions and interest himself in the 
welfare of transportation in general. One thing he must at all 
times keep in mind is that the rates, rules and regulations, as 
well as the service now offered, are the result of years of study 
and of building. They are predicated, to a great extent,. on 
the requirements of trade in the past and he should not be- 
come radical in any of his actions until he has fully studied 
a situation he wishes to investigate. Any hasty action might 
have the effect of destroying some advantage, the effect of 
which would be far-reaching. In the opinion of the writer, 
radicalism in transportation is founded on ignorance. 


One of the first thoughts in connection with transportation, 
as well as other lines of enedeavor, is the cost; consequently, he 
should not only be especially well versed in the rates on his 
commodity and others, but should be interested in having them 
sufficiently high to enable the carriers to conduct their business 
in such way as to afford his company and the community in 
general the transportation facilities necessary to the proper 
conduct and development of business. It is not essential that 
he be a first-class detail rate man, except in his own line, but, 
as this is one of the first considerations, in the next article 
we shall discuss the routing of carload freight from the stand- 
point of rates, following with the various other factors entering 
into carload freight routing. 
























































































































Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. i 
Copyright by West Publishing Co. ) 





———— 


REGULATION OF COMMON CARRIERS 


Interstate Carrier Not Estopped to Collect Freight by Agent’s 

Unauthorized Charges of Illegal Rate: 

(Supreme Court of North Carolina.) An interstate carrier 
is not estopped from recovering balance of freight due by un- 
authorized act of its agent in quoting an illegal freight rate.— 
Davis, Director-General of Railroads, vs. Gulley, 123 S. E. Rep. 
318. 









Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Owner Held Not Entitled to Withdraw Vessel Chartered for 
“About” Five Years for Classification Survey, Where Over- 
lap Shorter than Underlap: 

(District Court, S. D., New York.) Under charter of vessel 
for “about” five years, terminating “about” February 23, where 
cargo was discharged January 19, and evidence showed that 
necessary repairs would not have delayed sailing beyond Feb- 
ruary 1, and that another voyage could have been completed 
by March 11 to 15, overlap being shorter than underlap, owner 
was not entitled to withdraw vessel for Lloyds’ classification 
survey, which would prevent another voyage within term.—The 
Negus, Mowinckel et al. vs. New York & Bermudez Co., 298 
Fed. Rep. 749. . 

Lloyds’ Classification Does Not Make Vessel Seaworthy, Nor 
Does Absence Thereof Make It Unseaworthy: 

Lloyds’ classification does not make vessel seawortliy, nor 
does absence thereof make her unseaworthy, though failure 
to submit to classification survey would result in vessel’s clas- 
sification being expunged, which could be restored by subse- 
quent satisfactory survey.—lIbid. 


Cee y ee arroey 


| Loss and Damage Decisions 


. 


| Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Damages to Goods in Transit Presumed by Negligence of Car- 
rier; Cummins Amendment Held Not to Require Shipper 
to Prove Carrier Negligent: 

(Supreme Court of Appeals of West Virginia.) Where goods 
in first-class condition are delivered to a common carrier for 
interstate shipment, and are delivered by it to the consignee 
in a damaged condition, the presumption of law is that the 
goods were damaged by the carelessness or negligence of the 
carrier; and the Cummins amendment to the Carmack amend- 
ment to the interstate commerce act (Barnes’ Federal Code, 
sec. 7976; U. S. Comp. Stat. sec. 8604a), dispensing with notice 
and filing of claim by the shipper with the carrier for damages 
to the goods while in transit caused by the carrier’s negligence 
before suit can be maintained, does not abolish this presump- 
tion of law, and does not require the shipper to prove by posi- 
tive evidence that the carrier, in fact, was negligent—A. F. 
Thompson Mfg. Co. vs. Chesapeake & O. Ry. Co., 123 S. E. Rep. 
421. 

Cummins Amendment Held Not to Require Notice and Claim for 
Damages to Goods: 

The Cummins amendment (U. S. Comp. St. sec. 8604a), 
above referred: to, does not require the shipper, as a condition 
precedent to maintaining his suit, to give notice of his claim 
and file with the carrier his claim for damages to goods in 
interstate shipment which have been damaged in transit by 
the carelessness and negligence of the carrier.—Ibid. 

Initial Carrier Failing to Give Notice of Disallowance of Clalms 
Held Liable in Suit Instituted After Expiration of Two-Year 
Period: 

(Supreme Court of South Carolina.) Where initial carrier 
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failed to give notice that it disallowed a written claim for loss 
of goods which it had knowledge was filed with connecting 
carrier within six months, initial carrier is liable, though suit 
was not brought within two years and one day from date pay- 
ment was denied by connecting carrier.—Neuss, Hesslien & Co. 
vs. Bamberg, E. & W. Ry. Co., 123 S. E. Rep. 327. 


CARRIAGE OF LIVE STOCK 
Must Transport Shipments with Reasonable Dispatch: 

(Supreme Court of Iowa.) Under common law and Code 
Supp. 1918, sec. 2116, a common carrier, in absence of a con- 
tract for delivery of a shipment at a particular time, musi 
transport with all reasonable dispatch.—Wallace-Farmer vs 
Davis, Agent, United States Railroad Administration, 199 N. W. 
Rep. 307. 

Shipper Need Not Show Delay in Shipment, but Must Plead 
and Prove Reasonable Time for Transportation: 

A shipper is not required to show what caused an alleged 
delay in a shipment, but must plead and prove the reasonable 
time for transportation between initial and terminal points of 
carriage.—Ibid. 

Burden on Shipper to Show Unreasonable Delay: 

In the transportation of goods by common carrier, burden 
is on shipper to show an unreasonable delay and burden of 
explanation and justification is on carrier.—Ibid. 

Factors to Be Considered in Determining What Is a Reasonable 

Time for Transportation: 

In determining what is a reasonable time for a carrier to 
transport goods from initial to terminal point, length of journey, 
mode of conveyance, volume of traffic, conditions of roads, sea- 
son of year and nature of goods and other circumstances must 
be taken into consideration.—Ibid. 

May Transport Live Stock by Its Regular Schedule of Trains: 

A carrier is ordinarily under no duty to transport live stock 
with more dispatch than provided by its regular schedule, and 
shipper is presumed to consent thereto in absence of a contract 
for special service or an earlier delivery.—lIbid. 

Evidence Held Not to Show that Shipment of Hogs Was Un- 
reasonably Delayed: 

In a shipper’s action for damages against a carrier for de- 
lay in delivery of a carload of hogs, evidence held not to show 
that shipment was unreasonably delayed.—Ibid. 

Shipper Can Recover for Delay Only on Proof of Carrier’s 

Negligence: 

A shipper may recover against carrier for delay in trans- 
portation only upon proof of negligence.—Ibid. 

Instruction on Carrier’s Liability for Negligent Handling of 

Shipment Held Inapplicable in Action for Delay: 

In a shipper’s action against a carrier for delay in trans- 
porting a carload of hogs, instruction on carrier’s liability for 
negligent handling was inapplicable under the evidence and 
should not have been given.—lIbid. 

Whether Train Schedules Were Reasonable or Not Held Not a 

Question for Jury: 

In a shipper’s action against a carrier for delay in trans- 
porting a carload of hogs, court erred in allowing jury to de- 
termine whether or not the schedules in force were reasonable, 
since only question was whether car was delivered with rea- 
sonable dispatch in accordance with train schedules in force.— 
Ibid. 

TELEGRAPHS AND TELEPHONES 


Negligence in Failure to Deliver Telegram Held for Jury: 

(Supreme Court of North Carolina.) In an action for dam- 
ages for failure to deliver a telegram, evidence that a telegram 
was delivered for transmission, and that it was not delivered 
until 11 days thereafter, held sufficient to carry case to jury.— 
Willis vs. Western Union Telegraph Co., 123 S. E. Rep. 307. 
Evidence of Failure to Notify Sender of Nondelivery of Tele- 

gram Held Competent Under General Allegation of Neg- 

ligence: 

In an action against a telegraph company for failure to 
deliver a telegram, evidence tending to show that defendant 
made no effort to notify sender of nondelivery was competent, 
under general allegation of negligence.—Ibid. 

Verdict Assessing Damages Not Disturbed Unless Result of 

Prejudice: 

Ordinarily appellate courts do not interfere with jury’s 
discretion in assessing damages unless their verdict appears to 
be result of passion or prejudice, or that amount awarded is 
clearly or grossly excessive.—lIbid. 


ABANDONMENT APPLICATION 
The Buffalo, Rochester & Pittsburgh Railway Company has 
applied for authority to abandon approximately one mile of 
its Eleanora branch in Big Run, Jefferson county, Pennsylvania. 
The abandonment will permit construction of an improved state 
highway on and through Main street, in Big Run. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for June, 
1924, shows 16,040 cars held overtime—a percentage of 06.98— 
against 20,593 cars—a percentage of 08.22—for June, 1923. 
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Personal Notes | 


R. W. Pickard has been made general freight agent of the 
Spokane, Portland & Seattle at Portland. R. H. Crozier has 
been appointed general passenger agent at the same place. 
W. D. Skinner, traffic manager, has resigned and the office has 
been abolished. Elmo Edwards has been appointed purchasing 
agent and general storekeeper at Portland. J. M. Ballingall 
has been made assistant to the general freight agent; J. C. 
Moore, general agent, H. W. Shields, contracting freight agent, 
and R. E. Meats, contracting freight agent, all with headquar- 
ters at Portland. J. H. Brady has been appointed traveling 
freight agent at Salem, Ore. 

Ray E. Miner has been appointed traveling freight agent 
of the Western Maryland, with headquarters at St. Louis. 

The Boston & Maine opened a traffic agency at Cleveland, 
O., August 15, in charge of Irving N. Doe, general agent. 

William E. Ralph, traffic manager of the Sims Oil Company, 
Dallas, Tex., died August 2 from drowning in a swimming pool 
at Tulsa, Okla. 

The Louisiana Railway & Navigation Company announces 
the appointment of Paul Sippel, vice-president, to succeed W. C. 
Morse, resigned, and E. A. Staman, assistant to president, to 
succeed Mr. Sippel. 

The Texas & Pacific Railway Company announces that 
G. C. Whitney is appointed foreign freight agent, with head- 
quarters at New Orleans, succeeding J. D. Webb, who died. 
B. M. Flippin is appointed general eastern agent, with head- 
quarters at New York, vice G. C. Whitney. 

The Erie Railroad Company announces the appointment of 
Wilbur M. Biggerstaff, commercial agent, San Francisco. 

Merrill E. Otis, chairman of the Public Service Commission 
of Missouri, has resigned effective August 15, to enter the prac- 
tice of law in St. Louis. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of South Bend, Ind., will have an outing 
at the South Bend Country Club August 28. There will be 
golf, baseball, cards, luncheon and dinner. 
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The Paeific Traffic Association at its regular meeting Tues- 
day evening, August 5, staged what will probably be the begin- 
ning of the best arrangement in the history of the organization. 
The regular business was transacted and the balance of the 
evening given over to motion pictures and a talk on the federal 
reserve system by William A. Day, deputy governor. This 
meeting at the Transportation Club in the Palace Hotel was 
the result of long deliberation on behalf of the board of di- 
rectors of the Pacific Traffic Association, working in conjunc- 
tion with the directors of the Transportation Club. The club’s 
headquarters were chosen as being an ideal location for the 
meetings as they offered a central location, ample room and 
luxurious quarters, where a victrola and piano made it possible 
to enjoy some music if desired. Mr. Roulffs, president of the 
Transportation Club, welcomed the Traffic Association mem- 
bers, extending the use of the club rooms and other facilities. 
Ten minutes was given by Mr. Day at the completion of his 
talk to answering questions, of which quite a number were 
asked. Following this a short talk on visual instruction was 
given by a representative of the University of California, with 
the aid of a reel of films. For the next meeting, August 19, 
there will be a talk by a high official of a foreign government. 





The Transportation Club of Seattle held its Transportation 
Day Picnic August 9 at Fortuna Park. Ice cream bars, coffee 
and cream were furnished free. There were athletic contests 
in the afternoon. Dancing was from 4 p. m. until 6 p. m. and 
from 7:30 p. m. until 10 p. m. 





The Indianapolis Traffic Club is planning to celebrate 
“Monon Day” September 18, with a trip to French Lick Springs, 
Indiana. This is in line with the program of the club this year 
to feature each railroad entering Indianapolis with a special 
occasion, the Illinois Central, Nickel Plate and C. I. & W. hav- 
ing been featured the first part of the year with appropriate 
functions. It is expected that a completely equipped special 
train will leave Indianapolis on the morning of September 18 
carrying members of the club and their guests to French Lick, 
where an elaborate program of entertainment has been arranged 
for the afternoon and evening. Dinner will be served at the 
French Lick Springs Hotel in the evening, and the special train 
will leave for the return trip shortly thereafter. There will 
be a large number of officials and employes of the Monon Rail- 
road, including the president and other principal officers, present. 





The Birmingham Traffic and Transportation Club held its 
annual barbecue at Caha Beach, on the Cahaba river, August 9. 
The barbecue, which was excellently prepared, together with 
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swimming, dancing and athletic events, provided attractive 
features. 





The Traffic Club of Chicago will have a golf tournament 
at Briar Gate Country Club August 22. 





The Cincinnati Traffic Club held its annual outing at Cody’s 
Farm, Erlanger, Ky., August 9, with a large attendance. Colonel 
Cody had two large pots of Kentucky burgoo simmering all 
afternoon, and many weighty traffic problems were “boiled 
down.” A baseball game was played by the Industrials vs. 
Railroads, in which the Industrials were victorious. An excel- 
lent chicken dinner was enjoyed. 





Many out of town traffic officials were present at the semi- 
monthly luncheon of the Atlanta Traffic Club, August 11, at 
the Ansley Hotel. C. E. Wright, general manager of the Chat- 


tahoochee Valley, sang several selections. Mayor Sims made an 
address. 


SOUTHWESTERN RATE SITUATION 


A committee has been appointed by George A. Blair, presi- 
dent of the Chicago Shippers’ Conference Association, to make 
a study of the freight rate situation from Chicago to Gulf points 
in Texas and Louisiana. 

“Eastern shippers and manufacturers have a decided ad- 
vantage over the manufacturers in the Central West on ac- 
count of the low ocean rates into that territory,’ says the 
association. “The situation was further aggravated recently 
by the Commission denying the railroads fourth section relief 
in publishing rates from Chicago. The interests of the rail- 
roads serving Chicago are identical with the interests of the 
manufacturers in this territory. The present adjustment not 
only gives eastern shippers an advantage to the Gulf coast 
points, but interior Texas as well. This situation further em- 
phasizes the advantages to Chicago of a deep waterway from 
Chicago to the Gulf, which should place the Chicago shippers 
in a position to compete on a more equal basis with the ship- 
pers in the East who have water service into Texas.” 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as foilows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 














WANTED—Traffic man, familiar with I. C. C. law, capable of 
preparing data and filing complaints before the Commission. State 
salary expected and experience. Will allow bonus on all cases of 
reparation. Address “G. H. K.,’’ care Traffic World, Chicago, IIl. 





BELIEVING that joint representation by two or three non-com- 
peting short line railroads at Detroit-Toledo-Cleveland territory could 
be profitably arranged, would like to hear from short lines interested. 
Address Box 695, care Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic Manager or Assistant, 7 years 
railroad—5 years industrial. Well versed in routes, rates, claims. 
Prefer CFA territory. Married. Age 35. Graduate of I. C. S. Ad- 
dress “E. N. H,” care Traffic World, Chicago, Ill. 


POSITION WANTED—Freight rate clerk, familiar with rates in 
all territgries; filing and adjustment claims, routing and tracing ship- 
ments, ce. Audit bureau experience, best references. Salary sec- 
eee. =o Box 689, care Traffic World, 418 South Market Street, 

icago, Ill. 

















Better Job 
Bigger Income 
Brighter Future 


is available only to those ambitious men who desire to master 
scientifically the profession of 


Traffic Management 


Students taught by actual practice with Tariffs, Classifications, 
Exceptions, etc., including Rules of Practice before the Com- 
mission, and all other important legal traffic phases. 

All Fall semesters will open September 15th. 


G. A. RAUTENBERG, Director 


COLLEGE OF ADVANCED TRAFFIC 


608 South Dearborn Street, Chicago, IIl. 


Phone Harrison 8650 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 


on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 


and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
a him in his work. 


he right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Departm 
Traffic Service Corporation, Colorado Building, Washington, D.C 


Limitations—Extension of Two Year Period for Filing Com- 
plaint wtih the Interstate Commerce Commission by Collec- 
tions of Undercharges by Carriers. 

Kentucky.—Question: During February March and April, 
1922, we received twelve cars of tobacco on which combination 
rate of 37% cents per cwt. was applied. Carrier is now calling 
upon us for balance of freight charges on basis of through class 
rate of 51 cents per cwt. 

Kindly inform us if we can at this date obtain the benefit, 
either by formal or informal complaint, of the combination rate 
of 37% cents as provided by the amended 4th Section of the 
Act. In other words, does the two year limitation run from 
the time shipments were tendered to the carrier or from the 
time final freight charges are paid? 

Answer: Subdivision (b) of paragraph 3 or Section 16 of 
the Act, as amended June 7, 1924, provides that all complaints 
against carriers for the recovery of damages not based on 
overcharges shall be filed with the Commission within two years 
from the time the cause of action accrues, and not after, sub- 
ject to subdivision (d). 

In subdivision (d) it is provided that if on or before ex- 
piration of the two year period of limitation in subdivision (b) 
a carrier begins action under subdivision (a) for recovery of 
charges in respect of the same transportation service, or, with- 
out beginning action, collects charges in respect of that service, 
said period of limitation shall be extended to include ninety 
days from the time such action is begun or such charges are 
collected by the carrier. 

Section (h) states that the provisions of paragraph 3, as 
amended, shall extend to and embrace cases in which the cause 
of action has heretofore accrued as well as cases in which the 
cause of action may hereafter accrue. 

Provisions similar, though not identical with those described 
in the first two paragraphs above, were, however, carried in 
paragraph 3 of Section 16 of the Act, prior to its amendment 
on June 7, 1924. 

The above referred to provisions will enable you to bring 
a complaint with respect to the shipments in question, pro- 
vided you bring your complaint within the stipulated time. 

Limitations—Collection of Charges by Carriers 
lowa.—The railroad company is attempting to collect the 

freight on shipment made to us June 28, 1920. 

This is the total amount of freight on shipment, 
charges were collected heretofore. 

In accordance with the law just passed by the Senate in 
reference to collections of overcharges, is the railroad com- 
pany in the right in trying to make this collection? If so please 
advise us the authority for same. 

Answer: Subdivision (a) of paragraph 3 of the Interstate 
Commerce Act, as amended June 7, 1924, provides that all 
actions at law by carriers subject thereto for recovery of their 
charges, or any part thereof, shall be begun within three years 
from the time the cause of action accrued, and not after. 

Subdivision (h) thereof states that the provisions of par- 
agraph 3 shall extend to and embrace cases in which the cause 
of action has heretofore accrued as well as case in which the 
cause of action may hereafter accrue. 


A provision identical in effect to that described in the first 
paragraph above was contained in paragraph 3 of section 16 of 
the Act, prior to the amendment thereof on June 7, 1924. 

Freight Charges—Liability of Consignee for 

Arkansas.—Question: A purchases from B ear load of 
canned goods sold f.o.b. X, New York. Upon arrival at destin- 
ation a through rate of 53% cents cwt, is assessed by the rail- 
road company, and the goods are sold to the trade on that basis. 
Two months after the sale of the car an undercharge is devel- 
oped; the carriers claiming that the through rate of 63% 
cents is applicable, and an undercharge bill for ten cents per 
hundred pounds is presented to the consignee. The question 
that is confronting us, is the consignee or the consignor liable 
for this undercharge, and have they any recourse against car- 
riers for recovery? The matter that brought this question up 
was the recent decision of the Supreme Court of Alabama— 
L. & N. vs. The Central Iron & Coal Co., wherein a decision 


as no 
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was rendered relieving the consignee from liability of the under- 
charge. 

Answer: The Central Iron & Coal Co. case, to which you 
refer, does not relate to the liability of either the consignor 
or the consignee for freight charges, but to the liability of a 
party delivering goods to a carrier, but which party is not 
shown in the bill of lading as the consignor of the goods nor 
the party on whose behalf the shipment was being made. 

The consignor, as the party from whom the goods are re- 
ceived for shipment, ordinarily assumes the obligation to pay 
the full amount of the freight charges, although he may relieve 
himself from liability by signing the stipulation on the face 
of the bill of lading referred to in Section 7 of the Uniform 
Bill of Lading. 

On the other hand the consignee, by the acceptance of the 
goods, becomes liable for the full amount of the freight charges, 
whether they are demanded at the time of delivery, or not until 
later. See P. C. C. & St. L. Ry. Co. vs. Alvin J. Fink, 250 U. S. 
577. 

The carrier may, therefore, recover from the consignee the 
amount of the undercharge in question. 

Limitation—Actions by Carriers for Undercharges on Shipments 
Moving Prior to Federal Control. 

Missouri.—Question: On a shipment moving from Detroit, 
Michigan’ to East St. Louis, illinois, and paid originally in 
Illinois, upon which a balance due bill is now presented, the 
original bill was forwarded from Detroit on August 4th, 1917, 
and received at East St. Louis on August 11th, 1917. 

Will you kindly advise if the Illinois Statute governs the 
length of time in which a balance due bill may be presented 
and how long the Illinois law provides for the collection of 
balance due bills. 

Answer: Prior to the amendment of February 29, 1920, 
of Section 16 of the Act, which incorporated therein, among 
other things, the provision that all actions at law by carriers 
subject to the Act for recovery of their charges or any part 
thereof shall be begun within three years from the time the 
cause of action accrues, such actions were governed by the 
statutes of limitation of the several states, there being no 
federal statute of limitation. There being no provision in the 
Interstate Commerce Act which has the effect of giving a re- 
troactive effect to the amendment of February 28, 1920, it is 
our opinion that the same construction would be placed thereon 
as was given statutes of a similar nature and in the cases of 
Lewis vs. Lewis, 7 How. (U. S. 778); Sohn vs. Waterson, 17 
Wal. (U. S.) 596 and Ross vs. Duvall, 13 Pet (U. S.) 62. That 
is that suit for the recovery of its charges may be brought 
by a carrier at any time within the period of time prescribed 
by the governing state statute (which depends upon what 
statute the courts of the state in which suit is brought would 
apply), but not later than three years from the date of the 
amendment to Section 16 of the Act incorporating the three 
year limitation referred to above therein, that is, not later than 
three. years from February 29, 1920. 

More than three years from February 29, 1920, having 
elapsed, it is our opinion that suit by the carrier for under- 
charges on a Shipment moving during 1917 is barred at the 
present time, provided the three -year limitation period of 
pargraph 3 of Section 16 of the Act is pleaded as a defense 
to such an action. 


In this connection see the decision of the Supreme Court 
of the United States in the Dupont Case, 68 U. S. 409 (L. ed.), 
page 939 of the April 12, 1924 Traffic World, holding that the 
three year limitation in paragraph 3 of Section 16 of the Act 
did not bar an action by the Director General for transporta- 
tion charges accruing on a shipment moving during the period 
of federal control. 

Rate Applicable When Article Tendered to and Accepted by a 
Carrier in a Form Other Than That Prescribed in a Com- 
modity Tariff. 

Indiana.—Question: The Official and Southern Classifica- 
tions, in quoting the rate to apply on furniture, both carload and 
less carload, give crating specification which has notation that 
if crating specifications are not complied with it will raise the 
rate one class. 

If we made shipment of an article of furniture taking third 
class rate in both Official and Southern Classifications and on 
which there is a commodity rate between shipping point in 
Official and destination point in Southern territory which was 
less than the third class rate, would it be proper to assess 
charges at the second class rate or should they be assessed at 
the third class rate if the shipment was improperly crated? 

Answer: Section 3 of Rule 5, as amended on page 10 of 
Supplement No. 16 to Consolidated Classification No. 3 provides 
the basis for arriving at the rate to be applied on an article 
tendered to and accepted by a carrier in a form other than that 
prescribed in a commodity tariff. 

While, so far as furniture is concerned, Note 1, Item 4, page 
184 of Consolidated Classification No. 3 and not Rule 5 gov 
erns the determination of the class rating to apply on ship- 
ments which do not conform to the packing requirements of 
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From Nothing to 45,000 Tons in Two Years 


In two years the cotton seed cake and meal exports 
from the Port of Houston jumped from nothing to 
45,000 tons for the 1923-24 season. 


New industries, like the cotton products business, are 
constantly swelling Houston’s trade, and the old ones, 
such as cotton and oil, are expanding and growing 
proportionately—centering their activities in 


The Distributing and Export Center of the Southwest 


If you haven’t received your copy of the “Port Houston” booklet, address 


Director of the Port, Fifth Floor, County Court House 
HOUSTON, TEXAS 
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14 Buildings in Downtown Wholesale District for Merchandise Storage 
L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO., MINNEAPOLIS 
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the classification ratings applicable on furniture, it is our 
opinion that under the wording of the amendment to Rule 
5, on page 10 of Supplement 16 to Consolidated Classification 
No. 3, the basis provided for in Rule 5 may be used when the 
article is not packed in accordance with the provisions of the 
Commodity tariff. 

See, however, with respect to the right of a shipper 
to demand acceptance of such freight, our answer on Tennes- 
see on page 1300 of the May 17, 1924 Traffic World, under the 
caption, “Classification Rules—Application of Penalties, and 
Question Whether Penalty Ratings Provided Constitute a Spe- 
cific ‘Holding Out’ of Such Rates so as to Authorize Tender of 
Shipments Subject Thereto, and Whether Rule 5 Confers Upon 
the Shipper the Right to Demand Acceptance at Such Rates.” 
Limitations—Overcharge on Shipments Moving Between March 

1, 1920, and June 7, 1924 

Canada.—Question: We have a number of claims which 
we entered against a railway company prior to the expiration 
of the two year period of limitation which were admitted by the 
Railway Company, but delayed beyond the two year limit and 
payment was then refused, although they had led us to believe 
up to the last minute that payment would be made. We had 
neglected to register with the Interstate Commerce Commission 
and could therefore do nothing. 

We have a number of claims entered with the Railway 
Companies covering shipments which moved more than two 
years ago and upon which we hold letters from them admitting 
that basis claimed by us is correct, and yet took advantage of 
the two year clause and declined to pay same. 

We have a number of claims to be entered, that is, claims 
covering shipments which moved more than two years ago 
and which were outlawed but which we had prepared pending 
settlement of the three year limitation period. 

When bill S-2704 was passed, we were under the impres- 
sion that adjustment of all these cases would be made by the 
railway company without necessity of registering with the 
Interstate Commerce Commission and we only intended to 
register with the Interstate Commerce Commission such claims 
as had not been paid toward the end of November, and which 
will become outlawed on December 7, 1924. One of the railway 
companies is now adjusting all* our old claims which had been 
admitted but payment refused on account of the two-year 
limitation, while the other railway company refused to handle 
any claims of any description over two years old unless they 
have been registered with the Interstate Commerce Commission. 


There are about 270 claims involved in this old traffic, all 
straight overcharges; in which there is no question as to the 
proper rate having ‘been exceeded, and we hesitate to send 
all these to the Interstate Commerce Commission for registra- 
tion, and I would be glad to know if it is your understanding 
that we must send all of these 270 claims to the Interstate 
Commerce Commission. If so, I presume that the Interstate 
Commerce Commission would require duplicate copies of all 
claims and expense bills, and we are anxious to avoid this, 
particularly in view of the fact that the railway company is 
in position to adjust these claims immediately. 

Answer: In our answer to the question of “Texas,” on 
page 146 of the July 19, 1924, Traffic World, under the above 
caption, is quoted in part a ruling from the Interstate Com- 
merce Commission with respect to this matter. This ruling 
is applicable to each of the classes of claims described by you. 
We suggest that you handle your claims accordingly. 


Rates—Basis for Charges on Shipment of Baskets Moving in 
Refrigerator Car to Loading Point for Potatoes 

Oklahoma.—Question: The latter part of February of this 
year a grower of sweet potatoes sold a car of sweet potatoes 
and ordered from the purchaser baskets in which to pack the 
potatoes. He also requested that the purchaser order for him 
a refrigerator car in which to load the potatoes and, if pos- 
sible, to load the baskets in the refrigerator in order that 
there would be no delay in securing car after potatoes had 
been packed in the baskets. The purchaser of the potatoes 
handled with the carrier, informing them of the request of 
the grower, and in line with request of the grower it was 
agreed that the purchaser of the potatoes could load the baskets 
into the empty refrigerator car. The billing clerk of the pur- 
chaser, through error, billed 35 dozen baskets as minimum 
6,000 pounds, which, we understand, is minimum on L. C. L. 
shipments moving in straight cars. The charges were prepaid 
on this shipment and when being presented with freight bill 
the traffic manager noted the excess charge of minimum of 
6,000 pounds, whereas the actual weight was 1,698 pounds. He 
immediately handled with the carrier, who reduced the charges 
to actual weight of the baskets. 

The carrier is now insisting on payment of minimum of 
6,000 pounds. We have explained to them the manner in which 
this item was handled, but they still insist that they are obliged 
to adhere to the tariff. 

To further substantiate our contention, as outlined above, 
we have original paid freight bill showing item reduced from 
6,000 pounds to 1,698 pounds. We also have record of the car 
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in which the baskets were loaded having been reloaded with 
sweet potatoes and shipped to ourselves. 

Please advise if, in your opinion, the carrier can legally 
assess charge on minimum of 6,000 pounds. 

Answer: Unless there is tariff authority for assessing 
charges on a shipment of the commodity in question when 
moving in a refrigerator car, on the basis of a minimum weight 
of 6,000 pounds, the carrier is not, in our opinion, entitled to 
charges in excess of the less-than-carload rate at the actual 
weight of the shipment. By agreeing to transport the shipment 
in the refrigerator car, it waived its right to assess the carload 
rate thereon, unless the shipment was tendered and accepted 
as a carload shipment, which apparently is not a fact. See, in 
this connection, our answer to “Georgia,” on page 1298 of the 
April 17, 1924, Traffic World, under the caption “Carload vs. 
bs, ©. 2” 

Demurrage—Order-Notify Shipments Consigned to Non-Agency 
Station Held Awaiting Surrender of Bill of Lading 

North Carolina.—Question: A carload of hay was shipped 
from A to C via B. B is a junction of two carriers and C is 
a prepay point. The shipment was accepted order notify by 
the initial carrier and there is no collect point between B and 
C. For this reason the shipment was held at B for the bill 
of lading. Can demurrage be assessed and collected at B? 

Answer: Under section A-1 of rule 2 of the Uniform De- 
murrage Rules, 48 hours’ free time is allowed for unloading all 
commodities, the term “unloading” including the surrender of 
bill of lading on shipments billed “to order.” 

In the absence of a tariff provision prohibiting the forward- 
ing of “order-notify” shipments to non-agency stations, we see 
no reason why the shipment should not be held under demur- 
rage at the junction point, B, inasmuch as the note in connec- 
tion with section B-1 of rule 3 of the Uniform Demurrage Rules 
provides that, as to cars held for surrender of the bill of lading, 
the time between receipt of order and placement of car will be 
deducted from the total detention of the car. 


Reconsignment—Gratuitous Act of Consignee in Reconsigning 
Misrouted Shipment Not Basis for Refund of Reconsigning 
Charge 
Louisiana.—Question: During the month of February, 1924, 

two cars of feed were shipped from Minneapolis, Minn., to New 

Orleans, La., routed C. B. & Q., Wab., M. & O., N. O. & N. E., 

I. R. & N. delivery. 

The consignee did not have an industry on the L. R. & N. 
tracks, but desired to use the L. R. & N. storage facilities. 
The only connection the N. O. & N. E. has with the L. R. & N. 
is at New Orleans, La., hence L. R. & N. delivery could not be 
had under the existing routing. 


The consignee learned of this and, thinking to avoid claim, 
placed instructions with the Wabash to change the routing to 
read Mo. Pac., Alexandria and L. R. & N., which change was 
accomplished at a cost of $2.70 per car. 

The consignee does not feel that he should have to pay 
this reconsigning charge, since his action in ordering the rout- 
ing changed saved initial carriers from a misroute claim. 

Will you please advise if, in your opinion, this charge could 
be legally refunded and, if so, would it be chargeable to the 
initial carrier, who originally routed the shipment, or to the 
Wabash, who reconsigned the shipment and received the re- 
consigning fee? 

Answer: If the shipper furnished the initial carrier with 
the original routing instructions calling for the routing shown 
in the first paragraph of your letter, the initial carrier would 
not have been liable for misroute, had the shipment been deliv- 
ered to the L. R. & N. at New Orleans, La., for switch delivery. 
See Trexler Lumber Co. vs. Sou. Ry. Co., 42 I. C. C. 719, and 
McCoach & Co. vs. N. Y. P. & N. R. R..Co., 42 I. CG. C. 171. 

If, however, the routing of the shipment was left to the 
initial. carrier, its duty-was to forward the shipment via the 
cheapest available route and, failing to do so, would have been 


liable for the protection of the rate applicable via that route. 
Conference Ruling 214 (c). 


Nevertheless, even though the initial carrier could have 
been charged with misrouting the shipment in question, we 
are of the opinion that the consignee performed a gratuitous 
act in ordering the reconsignment of the shipment and that, 
therefore, he is not entitled to a refund of the reconsigning 
charge. 

Notice to Consignor of Refused or Unclaimed Shipments 

Tennessee.—Question: Kindly advise whether or not car- 
riers are obligated to notify consignors within a reasonable 
time after notice of arrival has been given, of failure by con- 
signees to receive freight consigned to them and if carriers 
can enforce colleetion of charges for storage which results from 
its failure to give such notice. ; 

Answer: Both the Uniform Storage and Demurrage Rules 
contain provisions requiring the notification: of the consignor 
of refused or unclaimed shipments. See section B of rule 2 
of B. T. Jones’ I. C. C. 1491, and section E-1 of rule 4 of B. T. 
Jones’ I. C. C. 1466. 


Both the above tariffs also contain provisions to the effect 
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President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT McKINLEY ................2:. Aug. 74 
PRESIDENT JACKSON ...............c000. Sept. 5 
PRESIDENT JEFFERSON ................. Sept. 17 
PRESIDENT GRANT .........cccccceccee:s . Sept. 29 
PRESIDENT MADISON .............cceeseee Oct. 11 


Direct Freighter Service 


Japan, Shanghai, Delve, Taku Bar, Tientsin 


6st + o00t 5 eesnss eednverbersnent Aug. 21 
ihe bee seen ek tne cane nine eeenss Sept. 15 
EE SN 96s en esoosdsasugareiceens Sept. 25 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg.,e112 W. Adams St., Phone 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacific Electric —_— 

Portland—101 Third St., Cor. Sta 

Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 
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U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 








Joint Service With 


Hamburg-American Line 


NEW YORK TO HAMBURG 


16 
19 
iM AY 23 
TALBERT BALLIN -- Aug. 30 


¢Cabin and 3rd Class Passengers. *ist, 2nd and 8rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


PHILADELPHIA TO BREMEN AND HAMBURG 


AMASSIA (via Baltimore & Hampton Roads) 
LEGIE (via Baltimore & Hampton Roads) . 
EMDEN (via Baltimore & Hampton Roads) Sept. 25 


BALTIMORE TO BREMEN AND HAMBURG 


AMASSIA (via Hampton Roads) 
LEGIE (via Hampton Roads) 
EMDEN (via Hampton Roads) 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


NEW ORLEANS TO BREMEN AND HAMBURG 
ANTIOCHIA First half of September 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings te the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, — Tacoma 


Frem From 
New York Savannah 
Aug. 20 
VIN Aug. Aug. 30 


Pier No. 9, B. & O. R. R., Lecust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 
of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street...... .--Phone Wabash 4891 


. BRANCH OFFICES: 
BALTIMORE.......... ene . Hearst Tower Bldg. 
yy a aah beiewheecene wens seueobeed 4128 Jenkins Arcade Bldg. 
SYRACUSE.. 201 Mitchell Bldg. 

+++.-230 California St. 


-Ri ey’ 
‘ P .Dichmann, Wright & Pugh, Inc. 
pewews sae peeeee ‘.Dichmann, Wright & Pugh, Inc. 
Columbia Pacific Shipping Co. 
Sudd Christensen 





us . Sudden & 
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that in case of failure by the carrier to send notice in accord- 
ance with the provisions referred to in the preceding para- 
graph, no storage or demurrage charges will be assessed against 
the consignor between the date on which the notice should 
have been sent and date on which it was actually sent. See, 
in this connection, Republic Coal Co. vs. St. P. M. &.O. Ry. Co., 
85 I. C. C. 331 (335), and Hendee Mfg. Co. vs. Director-General, 
89 I. C. C. 38. 

Routing and Misrouting—Error in Destination—Carrier Liable 

for Misroute Where Rate, Route and Destination Conflict 

Indiana.—Question: We made a carload shipment to Liv- 
erpool, N. Y., which was shown on the bill of lading as Liver- 
pool, Pa. Liverpool, N. Y., is located on the N. Y. C. lines. 
Shipment was routed N. K. P.-N. Y. C., and as Liverpool, N. Y., 
takes a Syracuse rate we showed the commodity rate of 28% 
cents, which is the feed rate from our plant to Liverpool, N. Y. 
We also showed the county for Liverpool, N. Y., which is Onon- 
daga county. Liverpool, Pa., is located on the Pennsylvania 
Lines. 

The car moved to Newberry Junction, which is the con- 
nection between the N. Y. C. and the Pennsylvania. The Penn- 
sylvania System refused to accept the car unless we agreed 
to pay the local rate from Newberry Junction to Liverpool, Pa., 
on account of the rates and routing shown on the lading and 
waybill. It was necessary for the N. Y. C. to wire us for au- 
thority and we informed them that the destination was Liver- 
pool, N. Y., and instructed them to forward the car to that 
destination, which was complied with. 


The N. Y. C. has*presented us with a freight bill calling 
for local charges from Newberry Junction to Liverpool, N. Y. 

In view of the information shown on our original bill of 
lading we contend that carrier was in error in accepting and 
forwarding this shipment to Liverpool, Pa., via an impossible 
route and rate. 

Answer: In our opinion the carrier is liable for misroute 
in the instant case, under the principle of the Commission’s 


opinion in Hutton & Bourbonnais Co. vs. Sou. Ry. Co., 50 I. 
C. C. 434. 


Reconsigning—No Duty Resting Upon Carrier to Advise Ship- 
per that Through Rate Is Not Applicable via Route Ship- 
ment Is Moving 
West Virginia.—Question: A car of lumber was tendered 

the Southern Railway at Greensboro, N. C., May 25, destined 
to Homer City, Pa., P. R. R. delivery. On May 28 instructions 
are placed with the Southern Railway to divert same to Cald- 
well, O. On June 3 the Southern Railway advised that car 
had been diverted. On June 4 we discovered that the car was 
at Homer City, and instructed the Southern Railway to have 
same forwarded to Caldwell, “protecting through rate.” On 
June 7 the Southern Railway advised that they had arranged 
to have the car forwarded to Caldwell “on through rate.” On 
June 13 the Southern Railway advised that the car had been 
delivered to the P. R. R. at Potomac Yards, May 30, and that 
they could not protect the through rate. In the meantime, 
upon the Southern’s instructions, the car had moved to Cald- 
well, and charges were collected on combination of locals to 
and from Homer City, account through rate applicable only 
via Cincinnati. Naturally had we known that the through rate 
could not be protected we would have insisted upon taking 
delivery at Homer City. Are we not, under the circumstances, 
entitled to protection of the through rate, and can you not cite 
us to some cases supporting such a contention? 


Answer: The findings of the Interstate Commerce Com- 
mission in Reeves Coal Co. vs. C. M. & St. P., 34 I. C. C. 122, 
37 I. C. C. 707; Charles K. Parry vs. L. & N., 41 I. C. C. 628; 
William Galloway Co. vs. G. B. & W., 48 I. C. C. 455, and Sun- 
derland Bros. Co. vs. C. B. & Q., 45 I. C. C. 209, are, in our 
opinion, applicable to the instant case. In the last named case 
the Commission, on page 210, said: “Whether the movement 
be considered one which was authorized by complainant upon 
erroneous information or as one unauthorized by the terms of 
the reconsigning order, still delivery of the shipment was ac- 
cepted at Linneus, and there can be no departure from the 
established rate for that service. Reeves Coal Co. vs. C. M. & 
ew. P. Ry.. Co, BT EC... C. ToT.” 


Demurrage—Notice of Arrival at Non-Agency Station 

Louisiana.—Question: We are handling from time to time 
movements of gravel consigned to parish authorities and high- 
way commissions. 

These cars originate on foreign lines and are delivered to 
us at station “A,” destined to non-agency stations in the vicinity 
thereof. 

In verbal agreement with the parish authorities these cars 
are all billed collect and freight charges are collected at “A,” 
but no provision is made for notification, and we contend that, 
inasmuch as the shipments are destined to non-agency stations, 
we are not required to issue written notice for the purposes 
of assessing demurrage. Will you please give us your opinion’ 

Answer: The demurrage rules provide that notice of ar- 
rival shall be sent or given consignee or party entitled to re- 
ceive same by the carrier’s agent in writing or, in lieu thereof, 
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as otherwise agreed to in writing by the carrier and consignee, 
within twenty-four hours after arrival of car and billing at 
destination. There is no exception made as to shipments des- 
tined to non-agency stations and, inasmuch as the business of 
non-agency stations is usually transacted at an agency station 
on either side thereof, it seems to be necessary that notice 
of arrival be sent from this station, in order to fix the time 
from which free time is to run, unless some other form of 
notice has been agreed to in writing by the carrier and con- 
signee. 

Carload vs. L. C. L. Shipments—Shipments Delivered to Rail 

Carrier by Carrier by Water 

Pennsylvania.—Question: Some time ago we had a less 
than-carload shipment weighing 18,180 pounds moving from 
Point A in California. This shipment moved via steamer to 
Port B. When the material reached Port B it was loaded by 
the steamship company into an open-top car and was delivered 
to the railroad company for forwarding to destination. The 
rail carrier has assessed charges on the basis of the minimum 
carload weight and have refused to consider claim based on 
the actual weight at the less-than-carload rate, stating that the 
material was delivered to them in a car without instructions to 
forward as a less-than-carload. 

Please advise whether, in your opinion, this is justified and 
cite, if possible, cases which would enable us to further support 
our claim. 

Answer: We can locate no decisions relating to this ques- 
tion. However, it is our opinion that, unless the shipment moved 
as a through shipment, the steamship company being your 
agent in delivering the shipment to the rail carrier at Port B, 
should have made the proper tender of the shipment to the 
rail carrier at Port B, so as to insure its transportation as an 
L. C. L. shipment, and that you can be required to pay the 
carload rate thereon, if the shipment was tendered by the 
steamship company to the rail carrier as a carload shipment. 
Whether the shipment was tendered as a carload or a less- 
than-carload shipment is a question of fact. 

See, in this connection, our answer to “Georgia,” on page 


1298 of the May 17, 1924, Traffic World, under the caption 
“Carload vs. L. C. L.” 


Tariff Interpretation—General Intermediate Application vs. Rule 
for Separating Interstate from Intrastate Traffic 


North Dakota.—Question: N. P. Ry. I.'C. C. No. 7931, In- 
dex 740, page 75, and Index 798, page 77, names certain class 
rates between Moorhead, Minn., and Carrington and Leeds, 
N. D. Page 25 of this tariff carries “Application of Rates” and 
it is first provided that, “Except as otherwise provided * * * 
rates will not apply on North Dakota intrastate traffic.* * *.” 

Following this general exception, is the “Intermediate Ap- 
plication,” which provides that rates between intermediate 
points will not be higher than to those named, etc. 

Fargo, N. D., is directly intermediate with Moorhead, Minn., 
and these points, but from Fargo the movement is entirely 
intrastate and it is claimed that the exceptions as to North 
Dakota traffic prohibits this intermediate application. 

It seems to me, however, that the intermediate clause is 
one of the “except as otherwise provided” provisions. Any 
other provision, or interpretation, would mean that the fourth 
section has no bearing on such intrastate rates and that state 
traffic may not discriminate against interstate traffic, but that 


discriminations against state traffic by intersate rates is per- 
fectly permissible. 


Answer: The General Exceptions clause, page 25 of the 
tariff, reading: “Except as otherwise provided, single-line rates 
named herein will not apply on (Minnesota and North Dakota 
intrastate traffic),” is for the purpose of drawing a line between 
that portion of traffic covered by this tariff which is to be the 
subject of state regulation and control, on the one hand, and 
that portion which is to be interstate in character. For the 
purpose of making this separation it begins by making the 
affirmative statement that none of the rates named in the tariff 
will apply on intrastate traffic “except as otherwise provided.” 
That makes the whole tariff interstate in character, unless there 
are provisions to the contrary, and we find those provisions to 
the contrary in various items throughout the tariff. Each rate, 
therefore, to be counted as an intrastate rate is labeled to that 
effect. Note item 605, for instance, carrying a rate from Walker, 
Minn., to St. Cloud, Minn., and marked for intrastate applica- 
tion. The same is true of item 510, carrying a rate from Wim- 
bleton, N. D., to Fargo, N. D. These rates would be interstate 
were it not for these specific provisions made in connection 
with each rate. By thus marking up each rate which is to apply 
on intrastate traffic, and making all others automaticaly inter- 


state, this separation of jurisdictions, state and interstate, is 
effeced. 


From the above it will be seen that to render the Moorhead- 
to-Leeds rate applicable on intrastate traffic from Fargo t0 
Leeds, the Moorhead rate would have to ‘be labeled for intra- 
state application and would further require that it show whether 
applicable to North Dakota or Minnesota intrastate traffic. wit 
does neither. It is made an interstate rate pure and simpie, 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 







Petry Express & Storage Co. lac. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


DETROIT 
MANUFACTURERS WAREHOUSE C0. 


1716 West ! afayette Baulevara 


Commercial and Bonded Warehouse 


“Let Us Solve Your Distribution Problem’’ 
Centrally Located to All Railroads and Boat Lines 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 

Centrally located to all jobbers and freight houses. Private siding 

Correspondence Solicited. 





100 Townsend St., SYRACUSE, N. Y. 


COLUMBUS 








FOR CE! STATES 
DISTRIBU JERCHANDISE 


MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse. Pool car distributien—stere deer delivery. 


TheilLle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 












TOLEDO MANSFIELD 


Serving New York 

and Pennsylvania Fr rom the Hi ub 

Elmira is the natural distributing center wg these two densely 

populated States which have correspondingly great buying-power 

Served by E ee mrgg eg vania—Lehigh Valley 
Pool-car distribution, and Snenthaniiiies for storage. 


A. C. Rice Storage Corp’ n, ELMIRA, N. Y. 


ALBANY, WN. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 
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Merchandise Storage and Pool Car 
cies sedton cers Distribution — »%,cazroa 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


OF wn LL OF NET@) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., 


teaiuing of Every Description -City Delivery Service 
and Carload Distributors 


near Taylor St. 


GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Concrete Construction. 
Absolutely Fireproof. Sprinkler Risk. 
Lowest Warehouse Insurance — in State. 
rack Capacity, 25 Car 
Latest oud Best Equipment for Handling. 





General Merchandise Storage 


Cartage Facilities. 
High Grade Service Guaranteed. 
Negotiable Warehouse Receipts Issued. 
ool Car Distribution. 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 
27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


LOCATE 


Your stock of merchandise where 
it is easily accessible 


= represent DISTRIBUTION SERVICE, INC. 
in Los Angeles 











AL AN 


[WAREHOUSES JSE 





Quotations gladly furnished upon request 


Los Angeles Warehouse Company 


Ph. Tr. 9431 


316 Commercial Street 
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because that rate does not conform to the rule in the “General 
Exceptions” for constituting it a rate which will apply to intra- 
state traffic. 

The intermediate rule is general in character and is made 
to harmonize with the‘established rates, both on interstate and 
intrastate traffic. It is not designed to establish rates contrary 
to the specific jurisdictional provisions of the tariff. It wifl 
not override specific provisions, nor may we say that the two 
clauses are in conflict as long as there is a reasonable con- 
struction which will’ permit both rules to operate. For this 
reason we no not consider the intermediate clause the kind of 
exception contemplated by the “General Exceptions” rule which 
makes the separation between state and interstate rates. 

The fact that the rate from Moorhead to Leeds, interstate, 
is lower than from Fargo to Leeds, does not violate the fourth 
section of the act, for this law is confined to interstate rates. 
You have discrimination against your state traffic and pref- 
erence for the interstate, and the matter should be handled 
with your state commission. 

Transit Privileges—in Connection with Traffic Moving on Re- 
shipping or Proportional Rates 

Tennessee.—Question: Speiden’s Grain Tariff 133-C, I. C. 
C. 747, carries on page 197 reshipping rates on grain and grain 
products; the descriptive item heading these rates reads as 
follows: “(Rates apply on the above articles when in straight 
or mixed carloads, minimum weights as shown in item 1115) 
Rates apply only on traffic when from beyond.” 

This tariff makes no reference to any transit arrangement 
nor does it state that” surrender of original bills is necessary 
to get this rate, although naturally surrender or tender of such 
bills would be necessary to prove origin from beyond. 

If shipment from beyond, is held at certain point named in 
tariff, freight bills surrendered and refund made on charges 
collected in, is not outbound shipment entitled to reshipping 
rate instead of local rate, regardless of the claim filed or transit 
privilege used? 

Answer: We are not quite clear as to which is meant in 
your statement that “refund. was made from charges collected 
in,” if the total movement from origin beyond, to final destina- 
tion is to be on the transit point combination, unless the inbound 
movement was charged at the full local rate and on reforward- 
ing under transit arrangements refund was made to basis of 
some inbound proportional rate which may have been applicable. 
For instance, suppose you received at Memphis grain moving 
from Kansas City on the local rate. On reforwarding from 
Memphis, the transit point, you would be entitled to refund 
down to the Kansas City-Memphis proportional. Is this what 
you mean? If this be the case, that part of the transaction is 
independent of the rate to be charged on the outbound move- 
ment. 

Item 1060, page 60, Speiden’s I. C. C. 747, provides that: 
“In the absence of specific provisions in this tariff to the con- 
trary, shipments transported under this tariff will be subject 
to all * * * allowances relating to * * * transit privi- 
leges.” 


The rates published on page 197 of this tariff are styled 
“Reshipping” rates, and “apply only on traffic when from be- 
yond.” When you tender inbound billing for application on 
outbound tonnage you automatically prove these shipments 
came “from beyond;” that you are only “reshipping” or re- 
forwarding the same tonnage under continuous transit arrange- 
ment. In essence these particular rates are applicable only in 
a proportional sense because they are restricted to traffic when 
from beyond the point named in this traffic from which ship- 
ments are last billed. Unless, therefore, you do have transit 
at Memphis, we do not see how you could use these rates on 
cars loaded at Memphis. Without transit your traffic would be 
originating at Memphis and would not be coming “from be: 
yond.” That these rates are subject to transit is shown above, 
for there is no specific provision in the tariff in connection 
with these rates which would offset the affirmative transit au- 
thority published in item 1060. 

If you comply with the transit tariff we see no reason why 
you should not have the benefit of these proportional rates. 
See also the application of Reshipping Rates in item 1010, page 


ee authorizing proof of origin by surrender of freight 
B. 


Freight Charges—Liability of Consignor Where Shipment Is 
Reconsigned by Consignee 


Ohio.—Question: Cars in question were shipped from Chi- 
cago, Ill., February 27, 1923, consigned to Jones & Co., Cisco, 
Tex., for Texas & Pacific delivery. On this movement a through 
rate of 774% cents per hundred pounds is published in item 
3724, Leland’s Southwestern Line Tariff 1-O, I. C. C. 1551. 

Upon arrival at Cisco, Tex., the freight agent of the Texas 
& Pacific Railway received diversion orders from Jones & Co., 
reconsigning cars to Williamson Spur, Tex., on the M. K. & T. 
Ry., and cars were switched to that line from movement to 
Williamson Spur, and freight charges collected on rate of 84 
cents per hundred pounds, plus reconsigning charge of $2.25 
per car. The total amount of the freight charges was deducted 
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from consignee’s invoice, and claims filed for protection of 
through rate of 774% cents per hundred pounds to Williamson 
Spur, Tex., plus reconsigning charge of $2.25 per car. The rate 
of 84 cents per hundred pounds is a through rate on steel bars 
from Chicago, Ill., to both points mentioned, but is not the low- 
est rate published. 

Our claim was filed with the M. K. & T. Ry., and under 
date of July 13, 1923, claim was declined on basis shown below: 

“Our investigation developed that the shipments were re- 
ceived by this company from the Texas & Pacific at Cisco, 
Tex., and as there are no through rates via route of movement, 
the best basis we can check is 77% cents per cwt. to Cisco, 
9 cents per cwt. from Cisco to Williamson Spur, and a through 
rate of 86% cents per cwt., deducting the $7.50 K. C. M. & O. 
allowance on shipment and $2.25 reconsigning charge on the 
cars at Cisco, the above basis being authorized in Southwest- 
ern Lines’ Tariff 1-0, I. C. C. 1551, and item 1630 of Texas 
Lines’ Tariff 2-G, I. C. C. 128. The shipment in claim 3616-2 
is subject to minimum weight of 35,000 pounds. In view of the 
fact that there are undercharges of $24, $13.15 and $9 due on 
the respective shipments, we must request that the claims be 
withdrawn and will appreciate your checks for the above 
amounts, making same payable to Mr. Blank, treasurer * * *, 
and giving reference to the above numbered claim.” 

It is our contention that carriers should protect the through 
rate of 771% cents per cwt. from Chicago to Cisco, Tex., which 
is the point contracted by us, as per our bills of lading, and 
any charges accruing account of reconsigning shipment to Wil- 
liamson Spur should be collected from Jones & Co., upon whose 
order reconsignment was made by the Texas & Pacific freight 
agent at Cisco, Tex. Upon arrival of cars at Cisco, Téx., the 
freight agent should have collected his charges from consignee 
and then accepted new shipping instructions from Jones & 
Co., which would make that company responsible for any addi- 
tional charges for movement to final destination, as the Smith 
company only contracted with carriers for movement and de- 
livery at Cisco, Tex. 

Answer: The facts in the case, as we understand them, 
are as follows: Jones & Co. (consignee), paid the delivering 
carrier (M. K. & T.) 84 cents per 100 pounds, plus a reconsign- 
ing charge of $2.25, and then deducted that amount from the 
invoice rendered by Smith & Co. (consignor), remitting to 
Smith & Co. balance of invoice rendered by Smith & Co. The 
carrier (M. K. & T.) now claims an undercharge of the dif- 
ference between the amount collected from Jones & Co. and 
the rate of 86% cents applicable to final destination of the 
shipment, after deducting $7.50 (K. C. M. & O. allowance), and 
the reconsigning charge of $2.25. Smith & Co. claim, however, 
that they should pay only 77% cents, the rate to Cisco, Tex., 
and that the balance should be collected by the carrier from 
Jones & Co., who reconsigned the shipment after its arrival at 
Cisco, Tex. 

Assuming that Jones & Co. accepted delivery of the ship- 
ment at its final destination, Williamson Spur, Tex., it is our 
opinion that the M. K. & T. can collect from Jones & Co. the 
difference between the amount paid by Jones & Co. and the 
legal tariff rate to Williamson Spur, Tex., as Jones & Co., by 
accepting delivery of the shipment obligated itself to pay the 
full amount of the freight charges from point of origin to final 
destination. P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 577. 
Furthermore, that it may hold Smith & Co. (the original con- 
signor), for charges in excess of the rate to Cisco, Tex., the 
original destination of the shipment and the point shown in 
the contract of shipment entered into with the initial carrier 
by Smith & Co. See In re O’Gara Coal Co., N. Y. C. R. Co. 
vs. Gardner, 294 Fed. 89. 

If, however, Jones & Co. did not accept delivery at either 
Cisco, Tex., the original destination, nor at Williamson Spur, 
Tex., but merely reconsigned the shipment Cisco, Tex., to an- 
other party at Williamson Spur, Tex., then, under the decisions 
in Wallingford Bros. vs. Bush, 255 Fed. 949; C. C. C. & St. L. 
Ry. Co. vs. Sou. Coal & Coke Co., 248 S. W. 297; Railroad vs. 
Browne Grain Co., 166 S. W. 400; and Davis, Director-General, 
vs. City Fuel Co., 248 S. W. 572, Jones & Co. cannot be held 
liable for the charges on the shipment. In this event either 
Smith & Co., the original consignor, or the party who received 
the goods at Williamson Spur, Tex., is liable for the under- 
charge. To the contrary, however, see N. Y. C. R. Co. vs. 
Warren-Ross Lumber Co., 137 N. E. 324. 

Apparently, Jones & Co., the original consignee, did not 
reconsign the shipment, but accepted delivery at Cisco, Tex. 
and rebilled the shipment to Williamson Spur, Tex., as the 
M. K. & T. proposes to refund the reconsigning charge. If s0, 
as the consignor of the shipment from Cisco, Tex., to William- 
son Spur, Tex., it is liable for the charges for that movement. 


Routing and Misrouting—Erroneous Destination 
Pennsylvania.—Question: We had a carload of material 
shipped to us from a point in Ohio and in executing the bill 
of lading and shipping order the shipper and the freight agent 
signed a contract that could not be legally carried out or ge0- 
graphically performed. The correct destination for the ship- 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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ment was at Burnham, Pa. (Mifflin county), on the P. R. R., 
but the bill of lading and shipping order was made out for 
delivery at Durham, Pa. (Mifflin county). No route was given 
on the bill of lading. The car was taken to Durham, Pa., in 
Bucks county, on Quakertown & Bethlehem Railroad, where 
demurrage charges were assessed. Car was later reshipped to 
us at Burnham, Pa., in Mifflin county. This caused additional 
freight charges. Is the carrier at point of origin liable for the 
additional freight over and above what they would have been 
had the shipment moved direct to correct destination in the 
county wherein the town of destination was located? 

Our opinion is that the initial carrier’s agent is responsible 
in giving receipt or entering into a contract that could not be 
carried out. Are we correct? What section of the interstate 
commerce act covers the action in making carrier liable? 

Answer: While, by reason of the fact that a county other 
than that in which the destination is located was shown in the 
bill of lading, the carriers’ agent might be charged with failing 
to perform its full duty in not obtaining definite information 
as to the correct destination, yet, in view of the Commission’s 
findings in Riverside Western Oil Co. vs. Midland Valley R. R. 
Co., 42 I. C. C. 589, it is not probable that the carrier could 
be held liable for the extra charges which accrued on the ship- 
ment, in view of the fact that the shipper’s error contributed 
to the accrual of the extra charges. 

If complaint is filed with the Interstate Commerce Com- 
mission an allegation of a violation of section 1 of the act will 
support an award of reparation should the Commission decide 
that the shipment has been misrouted. Gwinn Bros. & Co. vs. 
C. & O., 56 I. C. C. 298, although misrouting should properly 
be alleged. 


Reparation—Fact That Rate Charged Was Subsequently Re- 
duced No Basis for Award 


California.—Question: We have in mind filing reparation 
claims on carload shipments of built-up wood originating in 
Louisville, Ky., New Albany, Ind., etc., in December, 1923. 

It appears that built-up lumber was not permitted to mix 
with various other classes of lumber, such as mahogany, walnut, 
cherry, etc., even at the higher rate assessed on better class of 
wood, although there was a provision for the mixture of various 
kinds of lumber, as per items 2880 and 2885 of Westbound Tariff 
1-W. 

On February 27, we made complaint to the carriers that, 
inasmuch as built-up wood takes an arbitrary over the lumber 
rate, that the same rule should apply as in the mixture of 
lumber, and finally under Rate Advice No. 3833, carriers agreed 
and subsequently put in a rate effective in March, 1924, which 
allowed the same mixture of built-up wood as previously en- 
joyed on lumber. 

What we desire to ascertain is, whether or not we are 
privileged to pray for reparation prior to the effective date 
of the item allowing the mixture. 

Answer: Section 1 of the interstate commerce act requires 
carriers to charge only such rates as are reasonable. Whether 
a given rate is reasonable or not is a question of fact to be 
determined from the consideration of evidence placed before 
the Interstate Commerce Commission in a proceeding for that 
purpose. The carrier has no authority to make a refund from 
the published rate in effect at the time shipments moved, even 
though the rate was subsequently reduced. To do so would 
be to violate the provisions of the anti-rebate sections of the 
act. It naturally follows, therefore, in view of these provisions 
of the law, that, inasmuch as the rate must be reasonable, the 
Commission cannot say that, merely because it was reduced 
after your shipments moved, it was unreasonable at the time 
the shipments moved, nor can the carrier take that position, and 
use it as a basis for making refund. You must, therefore, show 
the rate charged prior to the reduction to have been unrea- 
sonable. One of the leading cases on this subject is Parlin & 
Orendorff Co. vs. Southern Pacific Co. et al., 42 I. C. C. 29, 
wherein the Commission held: 


The voluntary reduction of a rate supplemented by the willingness 
of carriers to make reparation on the basis of the reduced rate does 
not, in the absence of supporting proof, justify an award of repar- 


ation. 

Furthermore, if you file a complaint and prove the rate to 
have been unreasonable, you must also show that you and not 
the shipper paid and bore the freight charges, in order to prove 
damage. Muskogee Wholesale Grocer Co. vs. M. K. & T., 57 
: - My Bn Sloss-Sheffield Steel & Iron Co. vs. L. & N., 40 


Tariff Interpretation—Rates Made by Use of Intermediate Rates 
vs. Rates Published Outright 


Ohio.—Question: Your answer to “Wisconsin,” on page 
1544 of the June 14, 1924, Traffic World, under the above cap- 
tion. 

I think that the last paragraph of your answer, although 
“obiter dictum,” so to speak, is somewhat misleading. 

If the commodity rate and the class rate are in the same 
tariff, the commodity rate applies, even though it may be 
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higher than the class rate, unless tariff specifically provides for 
use of the lower rate under the “alternative section” plan, 
Tariff Circular 18-A; rule 38 of the classification. 

I think you will agree with me that the rest of your an. 
swer does not go far enough. I quote below decisions, etc, 
in point: 

If two tariffs—rates established same days—lowest governs, 22 
I. C. C. 36—rates established on different dates—oldest governs, C. Rig, 
50, 16 I. C. C. 315, 52 I. C. C. 12, 561. C. C. 444 

If one tariff—rates established same day—lowest governs. C. Rig. 
239.—rates established different dates,—oldest governs 46 I. C. C. 314, 

These rulings are all based on the principle, of course, that 
a rate remains in effect until legally canceled. 16 I. C. C. 315; 
56 I. ©. ©. 444: 6 FT. C. C. TH. 

Answer: So far as we can see, the last paragraph of our 
answer is germane to the question asked. However, it is true 
that, under the opinion of the Commission in Jewell Tea Co., 
Inc., vs. P. R. R. Co., 46 I. C. C. 314, the lower rate, if both rates 
were established at the same time, will apply, but if not, the first 
established is the rate to apply. 


Payment of Freight Charges—Requirement of Bond Where More 
Than 48 Hours’ Credit Is Extended 

Louisiana.—Question: Will you kindly let us have your 
understanding of just what is meant in the Commission’s order 
in Ex Parte No. 73, 57 I..C. C. 591, where the carrier is per- 
mitted to extend credit for ninety-six hours in the payment of 
freight charges upon taking precautions deemed by it to he 
sufficient? 

In other words, would it be able to extend this ninety-six- 
hour credit arrangement to one concern without bond, while 
requiring bond or other security from another concern of doubt- 
ful financial standing? 

At the present time we are receiving the benefit of forty- 
eight hours’ credit without bond or any other security, while 
the carriers, without exception, have asked us to execute vari- 
ous forms of bonds before extending to us the privilege of 
ninety-six hours’ credit. 

Answer: Under the instructions issued by many, if not 
all, of the carriers, based upon the Commission’s findings in 
Ex Parte No. 73, 57 I. C. C. 591, a bond is required, as we un- 
derstand, in all instances where more than forty-eight hours’ 
credit is extended for the payment of freight charges. 

However, the Commission’s order does not definitely re- 
quire the securing of a bond from the consignor or consiziee 
where the ninety-six hour period of credit is extended, but 
merely requires that the carriers take precautions deemed to 
be sufficient to insure payment of the charges within the ninety- 
six-hour credit period. It would, therefore, seem that the finan- 
cial standing of the consignor or consignee might be considered 
in determining in a given instance whether or not a bond sioula 
be required. 

However, as above stated, the giving of a bond is uniformly 
required where more than forty-eight hours’ credit is extended 
and, therefore, no discrimination can exist. 


MILEAGE TICKET CASE 


Hearings in No. 14104, Interchangeable Mileage Ticket In- 
vestigation, will be started in Washington before Commissioner 
Meyer, September 24, the Commission has announced. The Com- 
mission directed that all parties desiring to introduce rebuttal 
exhibits should transmit to the Commission 25 copies of each of 
them on or before September 15, instead of September 1, as 
directed in the Commission’s notice dated April 28, 1924. The 
investigation was reopened by the Commission on petition of 
organizations of commercial travelers after the Supreme Court 
had held invalid the order of the Commission requiring Class | 
carriers to issue scrip coupon tickets at a reduction of 20 per cent 
from the regular fare. 


LOCATION OF CARS 


The percentage of home cars on home roads (class I) was 
72.1, as of July 15, according to the car service division of the 
American Railway Association. By classes of equipment the 
percentages were as follows: Box, 63.4; refrigerator, 77.5; coal 
and coke, 78.3; stock, 84.3; flat, 78.7; others, 96; total, 72.1. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of July 15 showed the following: East- 
ern district, 96.5, as against 97 a year ago; Allegheny, 104.6, 
as against 98.6 a year ago; Pocahontas, 85, as against 85.1 
a year ago; Southern, 92.9, as against 95.8 a year ago; Western, 
98.9, as against 101.1 a year ago; total, all roads, 98, as against 
98.1 a year ago; Canadian roads, 94, as against 98.2 a year 480. 


MODIFIED PROCEDURE DOCKET 
Commissioner Meyer has advised the parties to Nos. 15942 
and 15945, Roquemore Gravel Co. vs. A. & W. P. R. R. et al., 
that it has been decided to withdraw the case from the modified 
procedure docket and that the case will be assigned for hearings 
in regular order. 
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No. 


No. 


No. 


No. 


No. 


No, 


| Digest of New Complaints 


- 16067. 


- 16078, Sub. No. 4. Wag 


- 16094, Sub. No. 2 
- 16094, Sub. No. 3, 
- 16094, Sub. No. 4. 


- 16094, Sub. No. 5. 


- 16094, Sub. No. 10. 


» 16094, Sub. No. 11. 


. 16094, Sub. No. 12. 


- 16094, Sub. No. 15. 


15963, Sub. No. 5. The Boulder Milling & Elevator Co. et al., 
Boulder, Colo., vs. Oregon Short Line et al. 

Excessive, unjust, and unreasonable rates on grain and grain 
products from points in Idaho to eastern destinations, because 
excess of rates found reasonable in No, 12929, 64 I. C. C., 85-106. 
Asks reparation. 

15963, Sub. No. 6.. Same vs. Same, et al. 

Same complaint and prayer with respect to other shipments of 
grain and grain products. 

Maintenance of Way Expenditures. This is an investiga- 
tion initiated by the Commission on its own motion into the 
maintenance of way practices of the Pittsburgh & Lake Erie. 

16078, Sub. No. 2. Waggoner-Gates Milling Co., Independence, 
Mo., vs. Santa Fe et al. 

Unjust, unreasonable and prejudicial rates on grain and grain 
products between points in Colorado, Kansas, Nebraska, Missouri 
and Oklahoma, and Independence, Mo. Asks cease and desist or- 
der, just and reasonable rates and reparation. 

16078, Sub. No. 3. Same vs. Same et al. 

Unjust, unreasonable and prejudicial rates in violation of the 
long-and-short-haul clause of Section 4 and in violation of Sec- 
tion 6 of the act on grain and grain products between points in 
Colorado, Kansas, Nebraska, Missouri and Oklahoma and Inde- 
pendence, Mo., and between Independence and points in Iowa, 
Minnesota, Wisconsin and Illinois. Asks cease and desist order, 
just and reasonable rates and reparation. 


goner-Gates Milling Co., Independence, Mo., 
vs. Santa Fe et al. : 


Unjust, unreasonable and unduly prejudicial rates on grain and 
grain products between points in Colorado, Kansas, Nebraska, 
Missouri and Oklahoma, and Independence, Mo., and from Inde- 
pendence to points.in Arkansas and Oklahoma. Asks cease and 
desist order, just and reasonable rates, and reparation. 

16078, Sub. No. 5. Same vs. Same, et al. 

Rates in violation of section 6 on grain from points in Colo- 
rado, Kansas, Nebraska, Missouri and Oklahoma, to Independence, 
Mo., and on flour and other grain products from Independence to 
points in Missouri and Nebraska. Asks reparation. 

16078, Sub. No. 6. Same vs. Same, et al. 

Rates in, violation of section 6 on grain from points in Colorado, 
Kansas, Nebraska, Missouri and Oklahoma, to Independence, Mo., 
and products thereof from Independence to points in Missouri, 
Iowa, Arkansas and Oklahoma. Asks reparation. 


- 16094. Krauss Bros. Lumber Co., New Orleans, La. vs. Director- 


General, as agent, Gulf & Ship Island et al. 

Complainant alleges it has been subjected to the payment of 
rates and charges on shipments of pine lumber from stationston 
the Gulf & Ship Island consigned to complainant at Jackson, Miss., 
and ordered reconsigned to various destinations in excess of rates 
and charges provided by the lawfully published tariffs of defend- 
ants becausé of refusal of defendants to reconsign the shipments 
and to have the through rates on same protected according to 
instructions of complainant. Asks reparation. 

16094, Sub. No. 1. Same vs. Same. 

Same complaint and prayer with respect to shipments of lumber 
from points on Gulf & Ship Island to Jackson, Miss., and ordered 
reconsigned to points in Ohio. 

Same vs. Same. 

Same complaint and prayer with respect to shipments of pine 
lumber from Columbia, Miss., to Jackson, Miss., and ordered re- 
consigned to St. Albans, W. Va. 

Same vs. Same. 

Same complaint and prayer with respect to shipments of lumber 
ot ae ees at Jackson, Miss., to Latrobe, Pa., and New- 
ark, N. J. 

Same vs. Same. 

Same complaint and prayer with respect to shipments of pine 
lumber ordered reconsigned at Jackson, Miss., to East Liberty, Pa. 
Brooklyn, N. Y. and Cairo, Ill. 

Same vs. Same. 
Same complaint and prayer with respect to a shipment of pine 


ge ordered reconsigned at Jackson, Miss., to Elm Grove, 
- Va. 


. 16094, Sub. No. 6. Same vs. Same. 


Same complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss. to Bretz, W. Va. 
16094, Sub. No. 7. Same vs. Same. 

Same complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss. to Dayton, Ohio. 


- 16094, Sub. No. 8. Same vs. Same. 


Same complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss. to Brooklyn, N. Y. 


- 16094, Sub. No. 9. Same vs. Same. 


Same complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss. to Boston, Mass. 
Same vs. Same. 
Same complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss., to Brooklyn, N. Y. 
Same vs. Same. 
Same complaint and prayer with respect to shipment of pins 
oe ordered reconsigned at Jackson, Miss., to Long Island, 


; Same vs. Same. 
Same complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss., to Tom’s River, 


= * 
16094, Sub. No. 13. Same vs. Same. 


ame complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss., to Monessén, Pa. 
16094, Sub. No. 14. Same vs. Same. 
Same complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss., to Yorkville, Ohio. 
Same vs. Same. 
Same complaint and prayer with respect to shipment of pine 
lumber ordered reconsigned at Jackson, Miss., to Brooklyn, N. Y. 


. 16095. Armour and Co., et al, Chicago, Ill., vs. Chicago, Milwau- 


kee & St. Paul et al. 


Unjust and unreasonable rates and charges on fresh meat and 
packing house products, in straight and mixed carloads, from 
Chicago, Ill, to points in Michigan and from South St. Paul, 
Minn., to the same destinations, and to other points in northern 
Wisconsin and in the northern peninsula of Michigan from the 


same points of origin. Asks cease and desist order, just and 
reasonable rates, and reparation. 
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No. 16096. Louis Simon, Washington, D. C., vs. Southern et al. 


No. 16097. Erie Steam Shovel Co., 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 16107. 


No. 16108. 


No. 16109. 


No. 16110. 


No. 16111. 


No. 


Unjust and unreasonable rates on scrap iron from Alexandria, 
Va., to Lebanon, Pa., Harrisburg, Pa. Asks cease and desist 
order, just and reasonable rates, and reparation. 

Erie, Pa, vs. B. & O. et al. 

Unjust and unreasonable rates on dipper or bucket parts and 
dipper tooth bases or points, or dipper lips, in official classifica- 
tion territory, because of ratings applied to said articles under 
the classification. Asks cease and desist order, just and reasonable 
rates from Carlisle, Pa., High Bridge, N. J., and New Castle, Del., 
to Erie, Pa., and reparation. 

16098. United Paperboard Co., Inc., New York, N. Y., vs. Green- 
wich & Johnsonville, et al. 

Unjust and unreasonable rates on wood pulp from Thomson, 
N. Y., to Whippany, N. J. Asks reparation. 

16099. Milne Lumber Co., St. Louis, Mo., vs. Illinois Central et al. 

Alleges complainant has been subjected to charges in violation 
of defendants’ demurrage tariff and in violation of section 6 of the 
act on shipment of yellow pine lumber from Haslem, Tex., to 
Marine, Ill., and reconsigned to Milwaukee Junction, Mich. Asks 
cease and desist order and reparation. 
16099. Sub. No. 1. Same vs. Same. 

Same complaint and prayer with respect to similar shipment of 
lumber from and to the same points. 

16100. The Seneca Wire and Manufacturing Co., Fostoria, Ohio, 
vs. B. & O. et al. ; 

Alleges that Merchants & Miners Transportation Company tariff 
extends combination rail and water rates from various points, in- 
cluding Pittsburgh, Pa., and as far west as Greenwich, Ohio, to 
Savannah, Ga., and Jacksonville, Fla., on plain iron wire, and that 
complainant is discriminated against because the principle of com- 
bination rates is not extended between Fostoria and Jacksonville, 
Fla., and Savannah, Ga., and complainant is compelled to pay 
higher all-rail rates to these points. Asks cease and desist order 
and non-discriminatory rates on iron and steel wire between 
Fostoria and destination points set forth. 

16101. The Midland Refining Co., et al., El Dorado, Kans., vs. 
Santa Fe et al. ; . 

Excessive, unjust and unreasonable rates on lubricating oil stock, 
in tank cars, from Texas points to El Dorado, Kans. Asks cease 
and desist order, just and reasonable rates, and reparation. 


No. 16102. Western Newspaper Union, Omaha, Nebr., vs. Santa Fe 


et al. 

Excessive, unjust, unreasonable rates, in violation of sections 
4 and 6, on various shipments of envelopes and printing paper 
other than newsprint in straight carloads, and printing paper 
other than newsprint, blotting paper, wrapping paper, boxboard 
and pulpboard, in mixed carloads, from Detroit, Kalamazoo and 
Otsego, Mich.; Hamilton and West Carrollton, Ohio; Waukegan, 
Ill., and Kansas City, Mo., to Oklahoma City, Okla., and Wichita, 


Kans. Asks just and reasonable rates, and reparation. 
16103. Sinclair Crude Oil Purchasing Co., Tulsa, Okla., vs. C. B. 
& Q. et al. 


Unjust and “unreasonable rates on iron and _ steel crude oil 
storage tanks, k. d., from Washington Heights, Ill., to Pauls 
Switch, Okla. Asks cease and desist order, just and reasonable 
rates, and reparation. 

16104. Black Petroleum Corporation et al., Okmulgee, Okla., vs. 
Santa Fe et al. 

Excessive, unjust and unreasonable rates on second-hand iron 
or steel pipe from Douglass, Kans., and Arkansas City, Kans., to 
Henryetta and Okmulgee, Okla. Asks reparation. 

16105. Athletic Mining and Smelting Co., Fort Smith, Ark., vs. 
Fort Smith & Western et al. 3 

Excessive, unjust and unreasonable rates on crude mine run 
fire clay from St. Louis, Mo., to South Fort Smith, Ark. Asks 
reparation. 

16106. The Sheffield Iron Corp., Sheffield, Ala., vs. Director Gen- 
eral as agent, and Southern, et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
coal from East Birmingham, Ala., to Jaspar, Ala. Asks reparation. 
The Refiners Oil Co., Dayton, O., vs. Pennsylvania et al. 
Unjust, unreasonable and preferential rates, in violation of the 
ageregate-of-intermediate-rates provision of Section 4, an gaso- 
line and lubricating oil from points in Texas to Dayton, O. 
Asks reparation. 
Consolidated Cut Stone Co. et al., Tulsa, Okla., vs. Santa 
Fe et al. ; 

Unjust, unreasonable, discriminatory and preferential rates, in 
violation of the long-and-short-haul clause, on rough stone, rough 
stone sawed on two sides, from points in Indiana, Missouri and 
Kansas, to Tulsa. Asks cease and desist order, just and reason- 
able rates, and reparation. : 

Boykin Lumber Co., Houston, Tex., vs. Director General 
as agent, Gulf & Sabine River. 3 

Unjust and unreasonable rates on yellow pine lumber from 
Fullerton, La., to Port Neches, Tex. Asks reparation. 

Fruen Grain Co., Oldham, S. Dak., vs. Great Northern 
et_al. i 
Unjust and unreasonable rates on shipments of corn from points 


in South Dakota to points in Wisconsin and Montana. Asks 
reparation. 


Duquesne Reduction Co., Pittsburgh, Pa., vs. Pennsylva- 
nia et al. 

Unjust, unreasonable, prejudicial and discriminatory rates and 
charges on scrap turnings, borings and residues (brass and cop- 
per), from points in Maine, New Hampshire, Vermont, Massa- 
chusetts, Delaware and other states, to Pittsburgh, Pa., where 
said metal is remelted and refined and shipped out again; com- 
plainant says it is compelled to pay the local rate on the metal 
into its plant and t@e local rate out of its plant after remelting 


or refining to points of destination in the states named. Asks 
lawful rates, rules and regulations, and reparation. 
No. 16112. Ogden Grain Exchange, Ogden, Utah, vs. Abilene & 


Southern et al. 
Unjust and unreasonable rates, in violation of Sections 3 and 4 
of the interstate commerce act, on grain and grain products from 
poiats in Utah and Idaho to points in Alabama, Arkansas, Colo- 
rado, Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, Min- 
nesota, Mississippi, Missouri, Nebraska, Oklahoma, Tennessee; 
Texas and Wisconsin. Asks cease and desist order, just an 
reasonable rates and minimum weights, including establishment 
of joint through rates from certain points in Idaho to points in 
Utah and Colorado and from points in Utah to points in Colorado. 
16113. Oklahoma City Live Stock Exchange et al., Oklahoma 
City, Okla., vs. Santa Fe et al. ‘ 

Excessive, exorbitant, unreasonable and discriminatory rates, 
in violation of Sections 1, 2 and 3 of the act, on cattle, = 
sheep and goats, between all points in the states of Texas an 
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Atlantic - Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore NewYork Norfolk 


SANTA BARBARA} .... Aug. 20 Aug. 16 Aug. 21 
SANTA ROSA}....... Aug. 27 Aug. 23 Aug. 28 
ok Aug. 21 Aug. 28 Aug. 29 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 

SANTA OLIVIA}.... Aug. 20 Aug. 22 

VENEZUELA*...... Aug. 30 Sept. 1 

SANTA MALTA.... Sept. 10 Sept. 12 

THEREAFTER EVERY WEEK 

tAlso call direct at Philadelphia, Pa., Wilmington, Del., and Oakland, Calif. 
*Call at Manzanillo, San Jose de Guatemala, La Libertad, Corinto, Canal 
Zone, Havana (Eastbound), Baltimore (Eastbound), Norfolk and New York 
FARES to Los Angeles or San Francisco, FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CORINTO sails from San Francisco August 9 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New Yor' 508 California St., San Franciaco 
605 Central "Bide., Los ng ng Calif. 


ALSO OFFICES IN 


Somme. is ataaleereieeciee smo Hoge Bldg. Norfolk, Southgate Fwd. & Stge.Co. 
Baltimore........... Equitable Bldg. Cleveland...... 630 Engineers Bldg. 
Pitteburet, 410 State Theatre Bldg. IR 6a cscs sce 142 So. Clark St. 
Philadelphia....... 240 Bourse Bldg. ee Gwynne Bldg. 


Wilmington, Del., Marine Termin 


TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


General Offices: 
5 Nassau St., New York City 
Telephone Rector 0020 
General Agencies: 
Beaumont, Buffalo, ion Cleveland, Dallas, Fort Worth, Los Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antonio, San Francisco 


Port Newark Terminal 
Telephone Mulberry 4300 
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Oklahoma. Asks for a cease and desist order, just and reason- 
able rates, and reparation in the sum of $200, 000. 


_-No. 16114. The Colonial Salt Co., Akron, Ohio, vs. Director General 


as agent, Pennsylvania. 

Illegal and unlawfu! demurrage charges on coal at Akron, Ohio. 

Asks cease and desist order. ss 
No. 16115. Northeast Mississippi Traffic Bureau, Tupelo, Miss., vs. 
Alabama & Vicksburg et al. . 

Unjust, unreasonable, discriminatory, prejudicial and prefer- 
ential rates, in violation of section 4, on lumber from points in 
Mississippi ‘and Alabama to St. Louis, Mo., Buffalo, N. Y., and 
Pittsburgh, Pa., and points taking the same rates. Asks for a 
cease and desist order, just, reasonable and non-prejudicial rates. 

No. 16116. Indiana State Chamber of Commerce, Indianapolis, Ind., 
vs. Santa Fe et al. 

Unjust, unreasonable charges on brick and brick articles, in- 
cluding hollow building tile, etc., between points in Indiana and 
Chicago, Ill., and points taking "Chicago rates, and between St. 
Anne, Woodlawn, Beaverville and Kankakee, IIll., and points in- 
termediate therefrom and Chicago, IIL, and points taking Chi- 
cago rates, said charges being unduly preferential of Illinois 
producers and unduly prejudicial to Indiana producers, in viola- 
tion of sections 1, 3 and 13 of the act. Asks cease and desist 
order, just, reasonable, non-preferential and non-prejudicial rates. 

No. 16117. ais Board of Trade, Indianapolis, Ind., vs. B. & 
O. et a 
Alleges that export rates on grain, grain hg rae 
and flour from points of origin on the C. & E. L., C. & St. L., 
C..M. & &..F.,. CLéh, BL & Tt. kB. 1 or ana P. Cc &. & 
St. L. in Indiana are held to the same basis, or a trifle lower 
near Indianapolis than the prevailing group basis from central 
Illinois; that these rates are unreasonable, unjust, discrimina- 
tory, preferential and prejudicial. Asks cease and desist order 
and just and reasonable rates. 
No. 16118. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Excessive, unjust and unreasonable rates and charges on fuel 
oil from El Dorado, Kans., to Kansas City, Mo. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 16119. Hilb & Bauer, Cincinnati, Ohio, vs. New York Central 
et al. 

Unjust and unreasonable rates on scrap iron from Dunbar, W. 
Va., to Weirton, W. Va., moving interstate. Asks reparation. 

No. 16120. The American Paper Goods Co., Kensington, Conn., vs. 
Boston & Albany et al. 

Alleges that classification ratings on flat paper drinking cups 
in official classification territory are unjust and unreasonable; 
that the first class rates on said commodity in L. C. L. quantities 
and the third class rates on carload quantities between various 
points are unjust and unreasonable. Asks cease and desist or- 
der, just and reasonable classification, and reparation. 

No. 16121. J. E. Davis, operating as West End Scrap Iron & Metal 
Co., Duluth, Minn., vs. Chicago, St. Paul, Minneapolis & p Bee 

Excessive, unreasonable rates, in violation of sections 2, 3 and 
4, on cafload shipments of scrap iron from Barksdale, Wis., to 
Duluth, Minn. Asks cease and desist order and reparation, 

No. 16122. ‘Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Southern et al. 

Unjust and unreasonable rates and charges on a carload of 
dressed pine lumber from Johnston, S. C., to Elizabeth, N. J., 
because of assessment of charges for supplemental switching 
movement at Elizabeth and for an unauthorized reconsignment. 
Asks cease and desist order, just and reasonable switching 
charges and reparation. 

No. 16123. The Canyon Coal & Coke Company et al., Uniontown, Pa., 
vs. B. & O. et al. 

Unjust, unreasonable and unduly prejudicial rates on coal from 
complainants’ mines in the Fairchance district of the Pittsburgh- 
Youghiogheny coal region to various interstate destinations. Asks 
cease and desist order, joint through rates on the basis of the 
joint rates on coal contemporaneously applying from the Fair- 
chance district. 

No. 16124. Acme Brick Company, Fort Worth, Texas, vs. Alabama & 
Vicksburg et al. 

Unjust and unreasonable rates, in violation of section 3, on 
brick and other clay products in the uniform brick list, from 
Perla and Fort Smith, Ark., to points in Alabama, Morida, Georgia, 
Mississippi, Tennessee and Kentucky. Asks cease and desist or- 
der, just and reasonable rates. 


INTERLOCKING DIRECTORATES, ETC. 


John Skelton Williams has been authorized to hold the posi- 
tions of receiver of the Georgia & Florida Railway and director 
of the Statesboro Northern Railway. 

Edward A. Rozier has been authorized to hold the positions 
of general solicitor of the Mississippi River & Bonne Terre Rail- 
way, and Missouri-Illinois Railroad Company, and director and 
general solicitor of the St. Francois County Railroad Company. 

Guy V. Shoup has been authorized to hold the positions of 
director of the Inter-California Railway Company and director 
and vice-president of the South Pacific Coast Railway Company 
in addition to positions previously authorized. 

Fayette H. Reed has been authorized to hold a directorship 
with the Central Pacific Railway Company and Southern Pacific 
Railroad Company. 

James W. Maclachlan has been authorized to hold the posi- 
tion of assistant secretary of the Salina & Santa Fe Railway 
Company in addition to positions previously authorized. 

Paul Shoup has been permitted to hold a directorship with 
the Southern Pacific Company. 

George H. Fernald, Jr., has been authorized to hold the 
positions of director of the Chester & Becket Railroad Com- 
pany and counsel of the Boston & Albany Railroad Company 
and New York Central Railroad Company. 

James Williams has been authorized to hold the positions 
of secretary and treasurer of the Chicago & -Alton.Railroad 
Company, director, secretary and treasurer of the Kansas City, 
St. Louis & Chicago Railroad Company, director, secretary, 
treasurer and auditor of the Louisiana & Missouri River Rail- 
road Company; director, secretary and treasurer of the Mis- 
sissippi River Bridge Company; treasurer of the Peoria Rail- 
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way Terminal Company; and secretary and treasurer of the 
Rutlan, Toluca & Northern Railroad Company. 

Benjamin I. Spock has been authorized to hold the positions 
of general counsel of the Central New England Railway Company 
and New York, New Haven & Hartford Railroad Company in 
addition to holding a directorship with the Addison Railroad 
Company and various other lines. 

Joseph A. Doyle has been authorized to hold the position of 
director with the Aliquippa & Southern Railroad Company and 
Monongahela Connecting Railroad Company. 


N. Y. C. TO ABANDON BRANCH 


The New York Central has applied to the Commission for 
authority to abandon its Mahopac Falls branch of the Putnam 
division of its railroad, extending from Baldwin Place to Mahopac 
Falls, N. Y., a distance of approximately two miles. Prior to 
the development of the iron ore mines in the Lake Superior 
region, iron ore mines near Mahopac Falls were worked and a 
line was operated between the mines and Mahopac Falls, the 
applicant said. With the development of the mines in the Lake 
Superior region, the mines in New York were closed and the 
line of railroad serving them dismantled. The rest of the branch 
has been operated at a loss and other lines of the applicant 
serve the region adequately, the applicant said. 


STATISTICAL REPORT ISSUED 


The text of the thirty-sixth annual report of the Commission 
on the statistics of railways in the United States for the year 
ended Dec. 31, 1922, has been issued by the Commission. 


DIVISIONS OF RATES 


The Commission has announced that a conference will be 
held with Attorney-Examiner Disque September 23 in No. 15234, 
in the matter of divisions of freight rates in western and moun- 
tain-Pacific territories, with reference to divisions on trans- 
continental traffic. In the notice the Commission said: 


The hope is expressed that the question involved may be settled 
at this conference, and the necessity of a hearing and other formal 
proceedings thus avoided. The conference is not for the submission 
of detailed data, but for an informal presentation and consideration 
of the broad aspects of the case. In order to facilitate the proceed- 
ings of the conference it is suggested that the carriers east and 
west of the Missouri River and Si. Paul send committees of limited 
size, and that, if practicable, they be given power to act. 


Rate Compilations 
Must be Accurate 


But their 


effectiveness 


“We received yester- 
day the rates which we 
asked you to quote and 
in this —- would 
like to compliment you 
upon the neat way in also 
which they were drawn 
up. Your service cer- 
tainly was satisfactory in 
this case and if the op- 
portunity offers we shall 
again take advantage of 
it. 


depends 


largely 


on their 
Neatness 


From an unsolicited 
recent letter 
written to 


The Special Service Department 


“at your service” 


The Traffic Service Corporation 
Colorado Building Washington, D. C. 
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MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 
. Your warehousing and distribution 
M: r. M. anufe act urer. “problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 


STORAGE DISTRIBUTION 


- market Cold Storage and Warehy tte 
quis » 


GEORGE S. LOVEJOY 
‘Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 





SUMMER STREET STORES ALBANY TERMINAL STORES 
Direct i with New ha New Haven Direct connection with Boston & Albany 
rtford Railr Railroad. 
Capacity, Y 000,000 cubic feet. Capacity, 1,480,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 
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Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


August 19—Tawas City, Mich.—Public Utilities Comm. of Michigan; 
Finance No. 3547—In the matter of the application of the Detroit 
& Mackinac Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its line, Indian River Branch. 
Finance No. 3548—In the matter of the application of the Detroit 
& Mackinac Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its Lincoln Branch, 

August 22—Washington, D. C.—Examiner Davis: 

Finance No. 4220—In the matter of the application of the Bell Tele- 
phone Company of Pennsylvania and the Lehigh Telephone Com- 
pany for a certificate of advantage and public interest. . 

* Finance No. 4260—In the matter of the application of the Bell Tele- 
phone Company of Pennsylvania and the Columbia Telephone 
Company for a certificate of advantage and public interest. 

August 25—St. Louis, Mo.—Examiner Money: 

1. and S. No. 1950—Oyster shells from New Orleans, La. group to 
Kansas points. 

August 25—St. Paul, Minn.—Commissioner Campbell and Examiner 
Keeler: 

14785—In the matter of charges for passengers traveling in sleep- 
ing and parlor Cars. 

11567—Order of the United Commercial Travelers of America vs. 
Pullman Company. 

August 27—Kansas City, Mo.—Examiner Money: 
1. and S. No. 2200—Switching at Kansas City, 

points, 

September 2—Hays, Kansas—Public Utilities Commission of Kansas: 
Finance No. 3529—In the matter of the application of the Golden 

Belt Railroad of Kansas for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 

September 2—Galveston, Texas—Examiner Money: 

' 15427—Iola Cement Mills Traffic Assn. et al. vs. A. & S. Ry. et al. 

' 15938—Oklahoma Portland Cement Co. vs. Santa Fe Ry. et al. 
15151—Oklahoma Portland Cement Co. et al. vs. D. & R. W. G. R. R. 
15923—Oklahoma Portland Cement Co. vs. A. & S. Ry. et al. 

September 3—Washington, D. C.—Examiner Almond. 

* Finance No. 646—Guaranty settlement with Missouri 
Arkansas R. R. 

September 3—Louisville, Ky.—Examiner Cheseldine: 

Il. and S. No. 2196—Transit on lumber at Ohio River crossings and 
related points. 

September 3—Phoenix, Ariz.—Director Mahaffie: 

Finance No. 4148—In the matter of the application of the Arizona 
Eastern Railroad Co. for a certificate of public convenience and 
necessity authorizing it to construct an extension to its line of 
railroad. 

Finance No. 4164—In the matter of the application of the South- 
ern Pacific Company to acquire control, by lease and stock own- 
ership of the El Paso & Southwestern Ry. System and of the 
Southern Pacific Company to issue certain securities. 

September 3.—Wichita, Kansas—Examiner Woodrow: 

‘I. & S. ‘No. 2177—(and first supplemental order)—Junk, in mixed 

carloads, in Western Trunk Line territory. 

September 3—St. Louis, Mo.—Examiner Copenhafer: 

13288 (and Sub. No. 1)—Mississippi Valley Iron Company vs. C. & 
N. W. Ry. et al. 

September 3—Buffalo, N. Y.—Examiner Gaddess: 

l. and S. No. 2187—Sand, Sherks, Ont., to New York and Penn- 
sylvania. 

Sept. 3—Washington,.D. C.—Examiner Law: 

Finance No. 3647—Excess income of Buffalo and Susquehanna. 

September 3—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 192—In re tentative valuations of the properties of 
the New York, Ontario & Western Ry. Co. et al. 

Val. Dkt. No, 225—In re the tentative valuation of the property of 
Middletown & Unionville R. R. Co. 

September 3—Muscatine, Iowa—Examiner Shanafelt: 

1. and S. No, 2210—Shells from Mississippi River group points t 
Colorado. 

September 3—Boston, Mass.—Examiner Beach: : 
15885—Hunt-Spiller Manufacturing Corporation vs. Director General. 
15116—E. H. Kingman Company et al, vs. Cent. Vt. Ry. 

September 3—Buffalo, N. Y.—Examiner Healy: 

No. 8406—Jones & Laughlin Steel Co. vs. P. & L. E. R. R. et al. 

No. 8767 (and Sub. Nos. 1 and 2)—Seneca Iron & Steel Co. vs. South 
Buffalo Ry. Co. et ai. 

No. 9058 (and Sub. Nos. 1 and 2)—American Bridge Co. vs. Union 
Railroad Company et al. 


No. 9110—Knauff & Esterbrook, et al. vs. Newburg & South Shore 
Ry. et al. 


No. 9271—Hyman-Michaels Co. vs. Pennsylvania R. R. et al. 
September 4—Washington, D. C.—Examiner Almond: 
* Finance No. 1332—Deficit status of Minneapolis, Northfield & South- 
ern Railway. (Further hearing.) 
September 4—Boston, Mass.—Examiner Gerry: 
* 11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & Rockfish 
R. R. Co. et al. 
September 4—Louisville, Ky.—Examiner Cheseldine: 
Il. and S. No. ement from Ohio and Mississippi River cities 
to Knoxville, Tenn. 
September 4—Buffalo, N. Y.—Examiner Gaddess: 
6063—Becker, Moore & Co., Inc., vs. N. Y. C. R. R. et al. 
September 4—Washington, D. C.—Examiner Smith: 
a Carolina Pine Association et al. vs. A. C. L. R. R. 
et al. 
Fourth Section Order No. 8843—Lumber and forest products to 
points in Eastern Trunk Line and New England territories. 
September 4—St. Louis, Mo.—Examiner. Copenhafer: 


15761—Fifth and Ninth Districts Coal Traffic Bureau vs. C. R. I. & 
P. Ry. et al. 





Mo., and related 


& North 


ocket of the Commission 


» i 


September 4—Spokane, Wash.—Commissioner Campbell and Examiner 
Wilkins: 


14089—-Spokane & Eastern Ry. & Power Co. et al. vs. Spokane, 
Portland & Seattle Ry. Co. et al. 
September 4.—Wichita, Kansas—Examiner Woodrow: 


' 15862—The Wichita Board of Commerce et al. vs. Director General, 
Santa Fe et al, 


15919—The Farmers Union Cooperative Business Association et al. 
vs. Mo. Pac. R. R. : 
September 5—Cairo, Ill.—Examiner McGrath: 
* 1. and §S. No. 2211—Cotton, cotton linters and 
Mississippi River crossings to eastern cities. 
September 5—Duluth, Minn.—Examiner Knowlton: 
16073—Minnesota Steel Company vs. A. T. & S. F. Ry. et al. 
September 5—Galesburg, Ill—Examiner Shanafelt: 
‘|. and S. No. 2190—Eastbound, transcontinental rates on insulators. 
September 5—Providence, R. I.—Examiner Beach: 


as aay occ Paper Company et al. vs. Bangor & Aroostook 
‘ - Ct al. 


eo Island Malleable Iron Works vs. N. Y. N. H. & H. 


regins, Ohio and 


September 6—Louisville, Ky.—Examiner Cheseldine: 
15925—Standard Oil Company (Kentucky) vs. A. & V. Ry. et al. 
September 8—Tulsa, Okla.—Examiner Woodrow: 
16081—Arkansas River Sand Company vs. M.-K.-T. R. R. et al. 
September 8—Minneapolis, Minn.—Examiner Knowlton: 
* I. and S. No. 2184 (first supplemental order)—Brick and clay prod- 
ucts between W. T. L. points. 
September 8—Memphis, Tenn.—Examiner McGrath: 
14898—Memphis Freight Bureau for King-Haase Furniture Co. et 
al, vs. A. G. SS. R. R. et al. 
September 8—Cleveland, O.—Examiner Gaddess: 
15936—The Glidden Company vs. Ill. Cent. R. R. 
15966—Canadian Oil Companies, Ltd., vs. LL. & N. R. R. et al. 
September 8—Chicago, Ill.—Examiner Shanafelt: 
I. and S. No. 2185—Furniture from Illinois and Wisconsin to Mil- 
waukee, Wis. 
September 8—Washington, D. C.—Examiner ‘Smith: 
15825—Arthur H. Bryant vs. Mich. Central R. R. et al. 


September 8—Knoxville, Tenn.—Examiner Cheseldine: 
15941—Traffic Bureau of Knoxville et al. vs. A. C. L. R. R. et al. 
16080—Knoxville Iron Company vs. B. & O. R. R. et al. 

September 8—Kansas City, Mo.—Examiner Copenhafer: 


Il. and S. No. 2180—Hay and straw between Missouri River points 
and Mississippi valley. 


September 8—Washington, D. C.—Examiner Pattison: 
Valuation No. 327—In re tentative valuation of the properties of 
the Great Northern Ry. Co. and Montana Eastern Ry. Co. 
September 8—Memphis. Tenn.—Examiner McGrath: 
15921—King Haase Furniture Company vs. B. & O. R,. R. et al. 
september 8—Minneapolis, Minn.—Examiner Knowlton: 
l. and S. No. 2184—Brick and clay products between W. T. L. 
points, 
September 8—Seattle, Wash.—Examiner Wilkins: 
15993—Pacific Coast Shippers’ Association, Inc., et al. 
Y. Ry. et al. 
September 8—New York City, N. Y.—Examiner Beach: 
'45990—The Joint Council of the International Apple Shuppers’ 
Association et al. vs. Amer. Ry. Express Co. et al. 
15813—Joseph H. Steinhardt vs. Amer. Ry. Express Co. et al. 
September 9—Chicago, Ill.—Examiner Shanafelt: 
Il. and S. No, 2116—Cheese from Wisconsin and defined territories 
to Arkansas, Louisiana, Oklahoma and Texas. 


* 15880 (and Sub. No. 1)—Armour & Company et al. vs. Abilene & 
Southern Ry. et al. 


va, &. C. & 


September 9—Kansas City, Mo.—Examiner Copenhafer: 
* |. and S. No. 2193 (first supplemental order)—Brick between Okla- 
homa and Texas points. 
September 9—Cleveland, O.—Examiner Gaddess: 
16062—The National Petroleum Assn. et al. vs. C. & A. R. R. et al. 
September 9—Kansas City, Mo.—Examiner Copenhafer: ; 
Il. and S. No. 2193—Brick, between Oklahoma and Texas points. 
September 9—Minneapolis, Minn.—Examiner Knowlton: 
15701—Minnesota Western Railroad Company vs. Santa Fe et al. 
September 9.—Oklahoma City, Okla.—Examiner Woodrow: 
13758—Ridenour-Baker Mercantile Co. et al. vs. Santa Fe et al. 
16031—The Oklahoma Publishing Company vs. Santa Fe et al. 
September 9—New York City, N. Y.—Examiner Beach: 
14103—Universal Paper Bag Company vs. Maine Central R, R. et al. 
September 10—Kansas City, Mo.—Examiner Copenhafer: 
16072—St. Joseph Viscosity Oil Company vs. Santa Fe et al. 
September 16—Washington, D. C.—Examiner Smith: 
15929—Iowa Gate Company vs. B. & O. R. R. et al. 
September 10—Chattanooga, Tenn.—Examiner Cheseldine: 
I. and S. No. 2191—Glass bottles from Chattanooga, Tenn., to Mem- 
phis, Tenn. 
l. and S. No. 2178—Paper boxes between Southeastern points. 
September 10—Estes Park, Colo.—Chairman Hall: 
15727—Oklahoma Portland Cement Company vs. Arkansas Valley 
Interurban et al. 


15744—-Nebraska Cement Company vs. Arkansas Valley Interurban 


et al. 
15751—The Colorado Portland Cement Company et al. vs, Arkansas 
Valley Interurban Railway et al. 





VIRGINIA ABOLISHES SURCHARGE 


The Virginia commission has issued an order abolishing the 
Pullman surcharge as applied to intrastate travel within that 
state, effective September 15. 


. 
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nited States Government 


Freight Services 


North Atlantic Ports to Europe and Africa 


AMERICAN MERCHANT LINE 


New York to London 
Weekly Sailings 
Baltimore London 
Norfolk to Hull 

Leith 

2 Sailings a Month 
Philadelphia, — 
Boston Leith 


2 Sailings a Month 


Operated by 
J. H. WINCHESTER & CO. (Inc.) 
17 Battery Place New York City 


COSMSPOLITAN LINES 


New York to Rotterdam 
A Sailing every 20 days 


Baltimore 
Norfolk t Havre 
Philadelphia “ Dunkirk 
New York 

3 Sailings a Month 
Philadelphia t Bordeaux 
New York 7 St. Nazaire 


A Sailing every 20 days 


Operated by 
COSMOPOLITAN SHIPPING CO. (Inc.) 
42 Broadway New York City 


ORIOLE LINES 


New York Bae” 
Philadelphia to Dublin 
orfolk Cardiff 
Baltimore Avonmouth 
2 Sailings a Month 
Baltimore 
Norfolk to Liverpool 
Boston Manchester 
New York 


A Sailing every 10 days 


Operated by 
CONSOLIDATED NAVIGATION CO. 
22 Light Street Baltimore, Md. 


UNITED STATES LINES 


New York to Southampton 
A Sailing every 3 Weeks 
New York 
to 


Plymouth, Cherbourg, 
Bremen 


Weekly Sailings 


Operated by 


UNITED STATES LINES 
45 Broadway New York City 


BLACK DIAMOND LINES 


Philadelphia t Rotterdam 
New York Amsterdam 
A Sailing every 20 days 

——— ia to Antwerp 


2 Sailings a Month 
Baltimore ° Rotterdam 


Norfolk to Antwerp 
Boston 
2 Sailings a Month 


Operated by 
BLACK DIAMOND STEAMSHIP CORP. 
67 Exchange Place New York City 


EXPORT S. S. CORP. 


North Atlantic Ports 
to 
Constantinople, Malta, Greek Le- 
vant ports, Syria to Palestine Coast, 
North Africa (East of Bizerta) 
2 Sailings a Month 





Operated by 


THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 





BULL LINES 


North Atlantic Ports to 
Constantinople and Black Sea Ports 


2 Sailings a Month 
New York to 


Canary Islands and West African ports 
from Dakar to Belgian Congo and Por- 
tuguese Angola; also Azores, Madeira, 
St. Vincent as cargo offers. 


Monthly Sailings 


Operated by 


A. H. BULL & COMPANY 
40 West Street New York City 


MALLORY TRANSPORT 


South and East 
New York = to “African Ports 
Monthly Sailings 
North Atlantic Ports 


to Azores and Canary Islands, Por- 

tuguese, Spanish Atlantic, Spanish 

and French Mediterranean, West 

Coast of Italy, Adriatic ports; 

North Africa (West of Bizerta). 
3 Sailings Monthly 


Operated by 
MALLORY TRANSPORT LINES (Inc.) 
11 Broadway New York City 





ROGERS & WEBB 


Baltimore, Norfolk, 
Philadelphia, Boston 
to 
Hamburg and Bremen 


2 Sailings a Month 


Operated by 


ROGERS & WEBB 
110 State Street Boston, Mass. 








SCANTIC LINE 


New York, Boston, 
Baltimore 
to 
Copenhagen and 
Helsingfors 
2 Sailings a Month 


Operated by 


MOORE & McCORMACK CO. (Inc.) 
5 Broadway New York City 


























































































































































































































































































For sailing dates and general information call or write 
the operators or 


J. T. SMITH 
1417—1st Nat’! Bank Bldg. 


Detroit, Mich. 


R. J. WHITMIRE 
314—2nd Ave., South 
Minneapolis, Minn. 


J. S. HOUSTON 


G. M. BUSH 
519-20 N. Y. Life Bldg. 
Kansas City, Mo. 


W. K. KUTNEWSKY 
921-922 Planters Bldg. 
St. Louis, Mo. 


T. PARK HAY 


218-20 Cotton Exchange Bldg. 827-8 Marquette Bldg. 


Memphis, Tenn. 


Chicago, IIl. 


United States Shipping Board Fleet Corporation 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 





A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 








A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 










A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 










An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


AFFICWORL 


TRAFFIC. BULLETIN — 




























which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, IIl. 








EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 
in 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1—Released Rate Orders 

2—Fourth Section Applications 

3—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the I. C.C, 
8—Tariffs Rejected by the I. C. C. 

9—Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 

15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
19—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 
23—Texas Tariff Bureau Hearings 
24—Trunk Line Association Docket 
25—Trunk Line Association Hearings 
26—Trunk Line Coal and Coke Docket “F 
27—Trunk Line Coal and Coke Hearings il 
28—Western Trunk Line Docket Aa: 
29—Western Trunk Line Hearings ; 
30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
35—National Diversion and Reconsignment Dockets 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

39—Address of Roads Filing First Tariff with I. C. C. 
40—Adoption Notices 


Samples and fall information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 





Vol. XXXIV, No. 7 











ull 
wi 





August 23, 1924 


AUIEDUGDVELYEOVEOLOOLEOTRLYEUUO LAE 


PTT TIMTAUUTTMTLUTUT TMT TROT LUT ILTTLLUSLGucU 


TABLE OF CONTENTS 





EDITORIAL 


Transportation policies—Seasonal coal rates—Railroads and 
UNE PDC TC MM, ou cscsSieustercnalg: sealcidignr ain ie-s. oe nib erevatesareioenic ince 389 


CURRENT TOPICS IN WASHINGTON 


How long, Oh Lord, how long—One Meyer hobby established— 
Memory is the only friend, etc.—Political bribery and false 


pretense—Winslow to quit—Hard winter for Wisconsin 
I WIN ose acre rccinirnica ie bardiwaie oie Unie Coe Se Seon en 393 


DECISIONS OF THE COMMISSION 


Team track storage at Chicago; I. and S. 2100 and 2128 
IIE 5 wicia 5st cscs shinee lana wnadioh cdactach auecae. 395 

Iron and steel articles from Philadelphia to Del., Md. and Va. 
points; I, and 8. 2127 (mimeographed).......cccocccccccccce 395 


Wire, woven, cloth from defined territories to Arkansas; I. 
and S. 2119 (mimeographed 


Bes astnninioca sare isa ieiein ere seaiaineretne Ode 395 

Cotton from Meridian, Miss., to Carolina territory; I. and S. 
TR rr ee eee 395 

Stanfield, R. N., et al. vs. Ore.-Wash. R. R. & Nav. Co. et al.; 
case 14130; also case 14274, National Live Stock Exchange 


vs. A. T. & S. F. et al.; carload minima on sheep, lambs, 
goats and kids (91 I. C. C., 598-610) 


Dre piakaie ale Wiaidie WiaiemaeaseeeaisiaNy 396 
Cement from Ill. and Mo. points to L. H. & St. L. stations; 
T..am@ S&S. DE5E GOO) vos 0 0:0.8.0.0bineéevie'aciccadaicsnecieve 397 
Spelter, Arkansas points to Chicago, St. Louis and related 
points; I. and &. 2064 (mimeoerapned) 2... ccccccvccccsccce 397 
TENTATIVE REPORTS OF THE COMMISSION............cce0- 397 
PERSONAL NEWS AND NOTES...........006-- i ciigtnremixieweoe iene 405 
CANADIAN TRANSPORTATION NEWS..........c.cccceececeeee 406 
MISCELLANEOUS TRAFFIC DECISIONS 
Cases decided by state and federal courts...... ...sececeecers 410 
LOSS AND DAMAGE DECISIONS 
Cases decided by state and federal courts...... ...ceccccccees 410 
CEE AG) SRI I PURO i oo. 6 6008.6 65 0-610050:904 0:0 6:00 v0.0 et wise neweinee 414 
QUESTIONS AND ANSWERS 
Legal and practical questions answered by experts.........+. 422 
NEW COMPLAINTS 
Digests of petitions filed with the Commission............++++ 428 
DOCKET OF THE COMMISSION 
Dates and places of hearings and arguments........seeeees 430 


THE TRAFFIC SERVICE CORPORATION 
COLORADO BUILDING 418-430 8. MARKET STREET 
Telephone, Malin 3840 Telephone, Harrieon 8808 


THALOUUOVROLGUUOOUGU LOLOL LAU 
TVUUNITULUURAEEASOEOUTROUTEA UE AN URAL 


THE TRAFFIC WORLD 381 





This Reinforced Box 
for Canners is a sample 
of what we can 
do for you 


The patented construction of the 
Reinforced Corrugated Case, 
illustrated above, adds 55% to its 
carrying strength. This is one of 
many reasons why many of the 
largest shippers continue to use 


our shipping containers year 
after year. 


We can serve your needs equally 
well. Our big production facilities 
—500 tons a day—enable us to 


meet any shipping schedule on 
orders of any size. 


Five railroads, including four trunk 
line railroads having direct routes 
and service schedules to all points 
in the east and middle west, give 
us excellent shipping facilities 
out of Monroe. 


Write Department “T’’. for interesting 
prices. Our trained package designer will 
gladly build samples to fit your goods. 


CONSOLIDATED PAPER COMPANY 


MONROE, MICHIGAN 
Branch Sales Offices 


BALTIMORE CHICAGO KANSAS CITY 
502 Garrett Bidg. Room 462 Wrigley Bldg. 1401 E. 76th St. Terrace 
BOSTON CLEVELAND NEW YORK 
80 Boylston Street R-808 Prospect, 4th Bldg. 39 Cortlandt Street 
BUFFALO INDIANAPOLIS GLENFIELD, PA. 
811 White Bldg. 508 Fidelity Trust Bldg. A Suburb of Pittsburgh 
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International Motor Trucks 


Go over an International truck 


point by point—from radiator to differential. Note every 
mechanical feature of International construction and 
make your comparisons. Read over our replacement 
guarantee on vital parts and consider its worth to you 
for the life of your truck. Consider our Free Inspection 
Policy and realize that this unequaled service from us 
assures years of service from the truck. Then go still 
further and consider the maker behind this truck. The 
International Truck is a dependable truck manufactured 
by a dependable institution. 


INTERNATIONAL HARVESTER COMPANY 
OF AMERICA 


(INCORPORATED) 


606 So. MICHIGAN AVE. CHICAGO, ILL. 


International Heavy-Duty Trucks are 
built in 3000, 4000, 6000 and 10,000 
pound maximum capacities with 
bodies to meet every requirement. 
There is also a sturdy Speed; Truck 
for leads up to 2000 pounds. Motor 
Coaches are supplied to meet every 
passenger transportation need. Upon 
request we will gladly supply you 
with information desired on any 
mcdels, and the address of the nearest 
showroom where the full line of new 
models is on display. 


Prominent Owners of 
International Fleets: 


Chicago Tribune 
New York News 
American Telephone and Telegraph 


0. 
New England Telephone Co. 
Fleischmann’s Yeast Co. 
Sherwin-Williams Co. 
Standard Oil Co. 
Sinclair Oil Co. 
Mid-Continent Refining Co. 
National Refining Co. 
Prairie Pipe Line Co. 
Magnolia Petroleum Co. 
Indian Refining Co. 
Dominion Express Co. 
Crane Co. 
Blue Valley Creamery Co. 
Armour & Co. 
Cudahy Packing Co. 
Missouri, Kansas & Texas Ry. 
Pennsylvania Ry. 
Southern Pacific Ry. 
Illinois Central Ry. 
Union Pacific Ry. 
Canadian Pacific Ry. 
Atchison, Topeka & Santa Fe Ry. 
Chicago, Burlington’& Quincy Ry 
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A Dependable Service 
“ The Delaware: and Hudson ” 
‘hyp is the Transportation Link Connect- A 


ing the New England States with the 
South and West, and Eastern Canada 


with All Points South. 
DELAWARE & HUDSON SERVICE is co-ordinated with that of 




















The Gamdiiian Paemie ROGWOG so. Fo. ccc cece escceess whet 

The Canadian National Railways.............eeeeeeeee ' | via Rouses Point, N. Y. 
The Quebec, Montreal & Southern...............00ee0es 

eS rere re rer rarer via Mechanicville, N. Y. 
SS RR ee ree hee. erent: rer via Albany, N. Y. 
IT, i). once ode ea ee oh eee eco’ 

i ee WD 5 n.d 5a. 9a 4 So whe 4 Be heed eo eee ho ReaD via Wilkes-Barre, Pa. 

_ ge me Sg a rrr ree ’ 

PE ncn nk bn ean 5 see eer Raecawng Reeeh ies MAROmed . . 
I i 5. i de liad aiid ine aber Gh Se i Binghamton, N. Y. 
Ee SE TD 6.05 0 os ce Reckudenneeanensseaehbeea Ben via Owego, N. Y. 


And Their Connections 


Thus providing a dependable through service for the movement of fuel, raw materials, 
finished products and general merchandise between territories of large population. 


LESS-THAN-CARLOAD FREIGHT ROUTED VIA DELAWARE AND HUDSON has the advantage of 
unusually broad loading classifications, providing through cars east, west, north and south, to and 
from many cities in Massachusetts, New York, New Jersey, Pennsylvania, Maryland, Virginia, Michi- 
gan, Ohio, Indiana, Illinois and Missouri, or a "short haul to transfer points making destination cars or 
loading to near-home transfers. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to 


do so. 
DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, N. Y.—Telephone Main 38380 













Se ESR ee NNN oie aout adinbie nine Gow sew aie ew eanwu nee ee ebesae eka ameinns chine D. & H. Building 
Rie, ite, are ieee eer sremewinginesiereeen NE SIN, SINS. III 06:50 0.54 00s ociewewieennowscaseeneb sees wu~eoneans D. & H. Building 
ATLANTA, GA. 
ins sivcicsasewcsnciesee III CII 5s asa o:s-050s'4 osiaints Cattre-s omierele Gee a aes en emiaa een eeweniane 913 Healey Building 
ns ag MASS.—tTelephone Main 1828 
A eer er ee TD DE NE oa nisi oh i566 5505500600 ksd 429-480 Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 









PR iw cictseaewncmseaewrosens REIN Ng 6..<:< coo:4 a sorcrece-cvhsw Simian bres te Sta wie a wed ee rehire eta aieisiontons 722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
i: See I, Bi cins } cniseaniceenews REIN, PURINE i ciro,e5c-ecaverevesucecqieratwceteriistaretewie 888-889 Transportation Bldg., 609 South Dearborn Street 
MONTREAL, QUE.—Telephone Main 638 
SOMES, IONE 65 o.6.cicSvicckwcesb.cece eT ee re rr er eeawenesewes 238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
a A Eee eae RIND: - MUD 6 .0500'860 005 5hb5- 060s ee esse es eeeousesan 1446-48 Woolworth Building, 238 Broadway 









ey FRESE AES EE an. Wa | Ds sx 6.0 seis. ce Sinise doco hein sees esd ee ewanscnees 191 Main Street 
ven mace PA.—Telephone Spruce 94386 
Ww. | pea epi scence sie General Southern Freight Agent............... 1109-10 Finance Bldg., 1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 
BE Sc sicnecunenenaracauueel ND ris 5 aod boise ia oN Nise soutien gue paneuseeansaesoveesen 518-514 Bessemer Building 
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Ss saartovle 0; Svaloiute loo) revave.eleln sie: @iae EE a ee Te eT 
comune. PA. —Telephone Bell 475, Con. 557 
| ee eer Sen. NE SII oc s..0.2.c ce ssie's co's a. beareweeigeaWedees See busenenews D. & H. Passenger Station 







al sara pacmicnnaa aan III ~- SING Siti ale.wd cas dn cies sscesewed ea teur ease and Seas eed 1021-1022 Pierce Building 
TROY, N. 7 iain 765 
ae rr re eee a FI SI oo:0 0650055064600 be Dade we edwN OEY twee sesso eNens eens Union Station 
Ww. Ps Story, General Freight Agent, Albany, N. Y. . Nyland, Coal Freight Agent, Albany, N. Y. 
C. E. Rolfe, Ass’t Gen’l] Traf. Megr., Albany, N. Y. - Fr Perry, Ass’t. to Gen’l. Traf. Mgr., Albany, N. Y. 


W. J. Mullin, General Traffic Manager, Albany, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 
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In 1923 the Great Northern purchased 30 
new giant oil burning freight locomotives 
the largest of their class ever built by the 
Baldwin Locomotive Works as well as over 
six and one-half million dollars worth of 
new freight equipment. 


Great Northern 


Equipped to Render Exceptional Service 


Bot# freight and passenger service of the highest character is assured 

Great Northern patrons by reason of the excellent condition 
of its motive power, roadbed, equipment and physical property generally, 
the result of the expenditure of millions of dollars for improvement and 
maintenance during the years 1923-1924. 


Our ability to render such service is still further assured by the splendid mo- 
rale and esprit de corps existing among the 35,000 Great Northern employes. 


Only a railroad equipped as is the Great Northern could 
operate the world’s fastest long distance mail train, St. 
Paul to Seattle in 47 hours and 30 minutes. 


The new steel Oriental Limited, specially 
Pullman equipped, operated between Chi- 
cago, St. Paul-Minneapolis and the Pacific 
Northwest via Glacier Park and Spokane, 
Seattle, Tacoma and Portland. 


*“‘As Wonderful As The Country It Serves’’ 
No Extra Fare 
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United States Governmerit 
Freight Services 


\v 


North Atlantic Ports to,Europe and Africa 


AMERICAN MERCHANT LINE 


New York to London 
Weekly Sailings 
London 


ae gs to Hull 


Leith 
2 Sailings a Month 


Philadelphia, — 
Boston 


Leith 
2 Sailings a Month 


Operated by 
J. H. WINCHESTER & CO. (Inc.) 
17 Battery Place New York City 


COSMSPOLITAN LINES 


New York to Rotterdam 
A Sailing every 20 days 
Baltimore 
Norfolk - Havre 
Philadelphia Dunkirk 
New York 
3 Sailings a Month 
Philadelphia t Bordeaux 
New York . St. Nazaire 
A Sailing every 20 days 
Operated by 
COSMOPOLITAN SHIPPING CO. (Inc.) 
42 Broadway New York City 


ORIOLE LINES 


Glasgow 
New York 
Philadelphia t4 Dobine 


Norfolk Cardiff 
Baltimore Avonmouth 


2 Sailings a Month 


Baltimore 

Norfolk to Liverpool 
Boston Manchester 
New York 


A Sailing every 10 days 


Operated by 
CONSOLIDATED NAVIGATION CO. 
22 Light Street Baltimore, Md. 


UNITED STATES LINES 


New York to Southampton 
A Sailing every 3 Weeks 
New York 
to 


Plymouth, Cherbourg, 
Bremen 


Weekly Sailings 


Operated by 


UNITED STATES LINES 
45 Broadway New York City 


BLACK DIAMOND LINES 


Philadelphia to Rotterdam 
New York Amsterdam 
A Sailing every 20 days 


Relegehe te Astwe 


2 Sailings a Month 


Baltimore t Rotterdam 
Norfolk ° — Antwerp 
Boston 

2 Sailings a Month 


Operated by 
BLACK DIAMOND STEAMSHIP CORP. 
67 Exchange Place New York City 


EXPORT S. S. CORP. 


North Atlantic Ports 
to 


Constantinople, Malta, Greek Le- 
vant ports, Syria to Palestine Coast, 
North Africa (East of Bizerta) 


2 Sailings a Month 


Operated by 


THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 


ROGERS & WEBB 


Baltimore, Norfolk, 
Philadelphia, Boston 
to 
Hamburg and Bremen 


2 Sailings a Month 


Operated by 


ROGERS & WEBB 
110 State Street Boston, Mass. 


BULL LINES 


North Atlantic Ports to 
Constantinople and Black Sea Ports 


2 Sailings a Month 
New York to 


Canary Islands and West African ports 
from Dakar to Belgian Congo and Por- 
tuguese Angola; also Azores, Madeira, 
St. Vincent as cargo offers. 


Monthly Sailings 


Operated by 


A. H. BULL & COMPANY 
40 West Street New York City 


MALLORY TRANSPORT 


South and East 
New York t African Ports 
Monthly Sailings 


North Atlantic Ports 
to Azores and Canary Islands, Por- 
tuguese, Spanish Atlantic, Spanish 
and French Mediterranean, West 
Coast of Italy, Adriatic ports; 


North Africa (West of Bizerta). 
3 Sailings Monthly 


Operated by 
MALLORY TRANSPORT LINES (Inc.) 
11 Broadway New York City 


SCANTIC LINE 


New York, Boston, 
Baltimore 
to 
Copenhagen and 
Helsingfors 


2 Sailings a Month 
Operated by 


MOORE & McCORMACK CO. (Inc.) 
5 Broadway New York City 


For sailing dates and general information call or write 
the operators or 


J. T. SMITH 


1417—1st Nat’! Bank Bldg. 


Detroit, Mich. 


R. J. WHITMIRE 
314—2nd Ave., South 
Minneapolis, Minn. 


J. S. HOUSTON 


G. M. BUSH 
519-20 N. Y. Life Bldg. 
Kansas City, Mo. 


W. K. KUTNEWSKY 
921-922 Planters Bldg. 
St. Louis, Mo. 


T. PARK HAY 


218-20 Cotton Exchange Bldg. 827-8 Marquette Bldg. 


Memphis, Tenn. 


Chicago, IIl. 


United States Shipping Board Fleet Corporation 
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FASTEST STEAMERS 7 
BETWEEN SAN FRANCISCO - — 
AND THE NE ORIENT - 


PLACING ASIA 


‘ “The PIONEER TRANS-PACIFIC LINE 


ESTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 
° From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila Lowest 


Marine S. S. President Pierce sails . 2 Insurance 
ops gs S. S. President Taft sails . 16 
Classification S. S. President Wilson sails . 30 Rates 
S. S. President Lincoln sails . 14 
S. S. President Cleveland sails . 28 


and every 1 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, III. 


Managing Agent U. S. SHIPPING BOARD 
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Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois Bldg. 
Chicago, Ill., 707 Mer. Loan & Trust Bldg. 
940 Rookery Bldg. 
Chippewa Falls, Wis. 
Cincinnati, O., 409 Traction Bldg. 
Cleveland, O., 1040 Prospect Ave. 
Detroit, Mich., 811 Free Press Bldg. 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Linquist Bldg. 
Indianapolis, Ind., 522 Merch. Bank Bldg. 
Kansas City, Mo., 788 Railway Ex. Bldg. 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 
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($82| FAST FREIGHT SERVICE 


GRENVILLE 


VIA THE 


BETWEEN 


AND 


AGENCIES 


Los Angeles, Cal., 605 So. Spring St. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St. 
918 Majestic Bldg. 
Minneapolis, Minn., Soo Line Bldg., 5th St. 
and Marquette Ave. 
Neenah, Wis. 


New York, N. Y., Woolworth Bldg. 
Omaha, Neb., 1025 W. O. W. Bldg. 
Philadelphia, Pa., = Bidg., Locust St. at 
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SOO LINE 





ALL POINTS 1n tue EAST ann SOUTH 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(Fe avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN ra ee) 
This document must be delivered railroad agent at initial peint with the shipment and accompany same to Canadian port of entry. 


Pittsburgh, Pa., 340 Sixth Ave. 

Portland, Ore., 55 Third St. 

St. Louis, Mo., 2050 Railway Exch. Bldg. 

St. Paul, Minn., 1112 Merchants National 
Bank Bidg. 

San Francisco, Cal., 675 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 608 2nd Ave. 

Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Superior, Wis. 

Waukesha, Wis. 

Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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SOUTHERN PACIFIC LINES 


The Enterpriser 


‘One who undertakes enterprises, 
also, formerly, an adventurer.”’ 
— Webster. 


MERICA, thank goodness, is still full of him. He has been an important 

factor in her making, and his restless energy will permit no halt. He knows 

no limits. He admits no bounds, In whatever is already accomplished he 
loses interest, while he presses on to new endeavors. He ever seeks new fields to 
conquer and his habitat is the industrial frontier. 


Not a “Boomer’”’ 


Note that the dictionary definition of an enterpriser says “also, formerly, an 
adventurer.”” Older editions omitted the word “formerly,” indicating that the 
word “enterpriser’’ now refers to a more stabilized individual—one having all the 
courage, energy, industry and initiative of his prototype, the adventurer or boomer, 
plus that honesty, sincerity, reliability, responsibility, perseverance and solidity 
which make him a welcome addition to the population where there are things 
needing to be done. If you are one of these— 


You Are Our Kind of an Enterpriser 


and we offer you a field of endeavor in bering, Manufacturing, Merchandising 


the South and West that is unexcelled. —the opportunities are limitless in a 
Business opportunities, Industrial loca- field, though new, yet affording all 
tions, Agriculture, Horticulture, Stock- of civilization’s comforts and refine- 
raising, Poultry-raising, Dairying, Lum- ments. 


A CHOICE OF CLIMATE, POPULATION, 
PRODUCTION AND INDUSTRIAL OPPOR- 
TUNITY UNRIVALED ANYWHERE! 





For information 


«&) Address, ‘‘General Agent, Southern Pacific Lines”’ &) 


—The Postman Knows Him 


Sou ereee ee. 7 Awif iC 21 INES 





